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There’s Still a War 


To Be Won!! 


The defeat of Germany can only mean that 


we must devote our efforts more than ever 
to the defeat of Japan. 


For our part, we are exerting every effort to 
speed the flow of war materiel to the boys who 


are fighting the war in the Pacific. 


For YOUR part, subscribe to the 7th War Loan 
Drive. We can’t let down until it’s over and it 


won't be over until the war in the Pacific has 


been won. 


Loan Your Money to Uncle Sam 


Subscribe to the 


7th WAR LOAN DRIVE! 
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BLOODY, battered, but probably still uncon- 
vinced that crime cannot be made to pay, the 
German leadership has quit again. It may be 


too much to expect that the light of reason 
and the grace of God will penetrate the thick 
skulls and calloused hearts of the Prussian 
military caste. We can only hope, and sit on 
their necks, while they ponder the advan- 
tages of decency. 


The collapse of Germany poses the tremen- 
dous problem of relief and reconstruction 


in the continent she has devastated. And the 
final squeeze has yet to be applied to her 
fellow-gangsters in the Pacific. A large part 
of Tidewater’s facilities may be ear-marked 
for these purposes for some time to come. 


As these facilities are returned to the 
normal channels of commerce, they will 
invite a renewal of your patronage. We are, 
at the earliest possible moment, looking for- 
ward to the friendly, cordial, cooperative 


relationships of peace. 












Post-war storage, financing, and distri- 
butional problems will demand the 
flexibility of Field Warehousing. This 
unique service by Tidewater gives the 
manufacturer, distributor, or processor 
the edge on competition... saves him 
worry, time, and money. Learn how your 
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LOOK INTO FIELD WAREHOUSING 


TIDEWATER FIELD WAREHOUSES, INC. 


JOHN J. McMACKIN, Vice-President—17 STATE STREET, NEW YORK 4, N. Y. 
E. C. THOMSON, Vice-President—PLEASANT STREET, EASTHAMPTON, MASS. 
A Unit of the Chain of Tidewater Terminals and Inland Warehouses 


inventories of raw materials and finished 
products can be warehoused right on 
your own premises, withdrawn at will, 
and the warehouse receipts used as 
acceptable collateral for loans at your 
local bank. Full information will be 
sent to you immediately, upon request. 


THE CHAIN OF TIDEWATER TERMINALS 
AND INLAND WAREHOUSES 


WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 


NEW YORK, Zone 4, 17 State Street 


MERCHANTS WAREHOUSE COMPANY 
George M. Richardson, Vice-President 


LINCOLN TIDEWATER ew ge 
Arthur Link, Vice- hha” 


NEWARK TIDEWATER TERMINAL, INC. 
Port Street, Newark 5, New Jersey 
J. A. Lehman, Vice-President 
and General Manager 


(Managed by Boston T: 


CHICAGO, Zone 5, 1610 Transportation Bldg. 


BAYWAY TERMINAL CORPORATION 


10 Chestnut St., Philadelphia 6 (operated by Lincoln Tidewater Terminals) 
Bayway (Elizabeth) 2, New Jersey 


R. S. McElroy, V.-P. & Gen. Mgr. 


KEYSTONE WAREHOUSE COMPANY 
17 State Street, New York 4, N 515-541 


W. J. Bishop, Vice-President 


MERCHANTS WAREHOUSE COMPANY 


Terminal, Inc.) 131 Beverly St., Boston 14, Massachusetts 
453 Commercial St., Boston 13, Massachusetts 


T. W. Haskell, Manager 


SEATTLE, Zone 4, Spokane Street Wharf 


NORFOLK TIDEWATER TERMINALS, INC. 
Norfolk 10, Virginia 
James A. Moore, Vice-President 
and General Manager 


Seneca St., Buffalo 4, N. Y. 


BOSTON TIDEWATER TERMINAL, INC. 





T. W. Haskell, Vice-President 
and General Manager 
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Without a dependable life line of supply here at home, there could be no complete Ameri- 
can Victory in this war and no progress in peace. Providing this vital life line under all 
conditions, is the day and night job of America’s vast network of railroads. 


Despite serious shortages of manpower and equipment, the greatest tonnage of freight 
in the history of transportation is moving today safely, speedily and efficiently over the nation’s 
life line of rails. The job is being done through the combined efforts and cooperation of the 
military authorities, the shippers and receivers of freight and the railroads and their employees. 
This close cooperation, supplemented by constant research and the application of engineering 
genius to seemingly insurmountable transportation problems, has produced positive results. 
Here is one example: 

The Norfolk and Western, a vital link in America’s life line of railroads, moved 59 per- 
cent more freight in 1944 than in 1918, and hauled it in better cars that made 62 percent 
more mileage at 61.2 percent faster freight train speed. 


Right now, the first job of the N. & W., and the other railroads of the country, is helping 
{ to speed Victory. In the peace of tomorrow, America’s life line will be kept open. All the 
facilities of this railroad and all the zeal of its loyal family of employees will be placed solidly 
* behind the nation’s determined efforts to build a greater, more prosperous America, and a just 
| and enduring peace among the nations of the world. 
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A 
STRAIGHT LINE 


is the 


SMARTEST 
DISTANCE 


between 


TWO POINTS 


ee ROCK ISLAND 


Rock 


GENTLEMEN, YOU MUST BUILD YOUR LINE TO SERVE OUR TOWN 


America’s pioneer railroads were built to serve as many early, 
struggling communities as possible. The railroads were the 
life-blood of the early nation they helped to build. Constant 
improvements have enabled ROCK ISLAND LINES to keep ahead 
of the demand for better, faster service. Shortening, straight- 
ening and leveling have made, and are making, our routes 
more direct, as we continue to serve an impressive number of 
American communities. 





LINES 


PROSPERITY . 


TRAFFIC WORLD 


Rock ISLAND recognizes that in modern 
railroading the smartest distance is the short- 
est, with the greatest freedom from grades. 
That is why it is eliminating curves and grades 
wherever possible; smoothing and straight- 
ening the way for the high-speed passenger 
and freight trains America demands today. 


That is better railroading! 


Many track leveling 
and straightening proj- 
ects are already com- 
pleted, others are in 
progress, and still many 
more are planned. 
This continual activity, 
the 14 
states it serves, is part of 
ROCK ISLAND’S Program 
of Planned Progress. 


throughout 


Thus, ROCK ISLAND is 
doing a better war job 
..: right now... putting 
traffic over its lines faster 
and in greater volume. 


And will be ready for the peacetime era 
when fine, fast transportation will carry the 
people and haul the goods to make Ameri- 
ca's future safe and secure, for... 


As yesterday—and today—so tomorrow, 
ROCK ISLAND’S sole purpose is to provide the 
finest in transportation. 


Island 


FOREIGN TRADE MEANS JOBS AND 
AFTER THE WAR 
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MAKING TWO 


In recent years, farmers of the South have 
literally fulfilled their ambition to make two 
blades grow where one grew before. Through 
the use of improved varieties, crop rota- 
tion, soil improvement, more judicious use 
of fertilizers and better cultural methods, 
crop yields have been greatly increased. 

This is real progress. But southern agri- 
culture has not stopped there. Diversifi- 
cation is the order of the day, so that the 
South is no longer tied down to the one- 
crop system. 

Large credit for the South’s progress in 
agriculture is due to the State Colleges, 
agricultural experiment stations, county 
agents, the Soil Conservation Service and 


Si 


AIR LINE RAILWAY 


= | 









oa oe ee 


LO Sao 
| Ava 
a iN at 
WRG 


W 
iy! > 
Mts 


mil 








TEA Ws 

ii Wy, 

“gy i] | Mp / 
df 


BLADES Grow 


others who have toiled through the years 
for the improved methods now so much 
in evidence. 

The Seaboard Air Line Railway, through 
its Agricultural Development Service, has 
made effective contribution to the South’s 
agriculture. Along the Seaboard’s lines new 
crops have been introduced, farmers have 
been aided in solving production prob- 
lems and assisted in finding profitable 
markets. Hand-in-hand with other con- 
structive forces in our territory, Seaboard 
will continue to work for greater pros- 
perity among our friends and patrons on 
the farms of the South. 
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ns IN ST. LOUIS 


— WORLD CHAMPION CARDINALS 


It's baseball time again! And once more the eyes $ 
of thousands of followers of America’s Number 1 Sport 
are focused on St. Louis, home of both last year’s 
World Series teams—the Cardinals and the Browns. 


St. Louis is truly the baseball capital of the nation this 
year, 
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Rehabilitation for America 


e Maybe it was the fact that the official announce- 
ment of V-E Day was anticlimactic or maybe the 
months-long urgings of calmer minds that the day, 
when it came, be observed sanely, that was responsible 
for absence of a great deal of noisy and meaningless 
celebration on Tuesday of this week. We have a feeling, 
however, that the real reason why places like the 
Chicago loop,.where more than a million dollars in 
property damage was perpetrated by hilarious cele- 
brators on November 11, 1918, were comparatively 
quiet, was the difference in that war and the one that 
just ended in Europe. 

The first world war, in one sense, was one in which 
the country as a whole, stood on the sidelines and 
cheered its team. This one was one in which every- 
body was on the team. We do not mean that the Ameri- 
cans of 1917-1918 were any less patriotic than those 
of 1941-1945. What we mean was that the earlier job 
simply wasn’t as big as the one we have just finished 
in Europe and didn’t last long enough to reach deep 
down into the private lives of practically everyone in 
the country. 

May 8, 1945, wasn’t a day when we could stand 
up and cheer our victorious team off the field. Indeed, 
even if we extend the use of that rather inept simile, 
this time the game isn’t over. We are only at half-time, 
with the realization in us that there is still a tough 
team to meet and beat when the clock again starts 
running. And every one of us is on the team. 

Well, we didn’t leave the office on V-E Day until 
well after six o’clock. And we spent the evening with 
a group of pretty intelligent men indulging in that 
particularly stimulating but nearly lost American art 
of friendly discussion. 

We talked about rehabilitation—the physical re- 
habilitation of the destroyed cities and countrysides of 
Europe. There was one in the group, however, who 
pointed out that, if our United States was ever again to 
be a land where challenge and opportunity were to be 
the guiding lights of a free people, we were going to 
have to do some pretty radical rehabilitation here. He 
illustrated his point with a story. 

He told about a close friend of his who had a home 
in a rural community where his children and the chil- 
cren of his neighbors attended a particularly fine small 
school, the teacher in which received an annual salary 
of $6,000. For several years, $1,500 of that sum had 
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been contributed out of a state educational fund. An 
economy crusade in his state government fairly re- 
cently had, however, resulted in the cutting off of the 
appropriation. That meant that the salary of the excel- 
lent local school teacher had to be cut to $4,500. The 
teacher was unable or unwilling to stay on the job at 
the lower pay and had tendered his resignation. 


Our friend’s friend was indignant. He said that sev- 
eral town meetings had been held at which the iniquity 
of the reduction in the state educational appropriation 
had been roundly denounced, and petitions drawn to be 
presented to the state government for the restoration 
of that part of it that would enable his community to 
continue to employ the exceilent teacher. Whereupon 
our friend protested to his friend. 

“You have 150 families in your community,” said 
he. “Has anyone ever suggested that you each con- 
tribute $10 a year to a fund to keep your teacher’s 
income at its present level?” 

The answer was silence. 


HE PURPOSE of our friend in relating the incident 

to us the evening of V-E Day, and our purpose in re- 
peating it here is to demonstrate two points. The first 
is that, generally, we have come to accept government 
paternalism so complacently that the traditional Amer- 
ican substitute of helping ourselves hardly occurs to us. 
The other is that, if we are ever to get back to the basic 
American foundation of freedom—challenge accepted 
and opportunity seized—we will have to start right at 
home, in our families, in our neighborhoods, in our 


towns and cities, in our offices and factories and in our 
own industries. 


The centralization of government, the paternalism 
of government, the newer American tendency of get- 
ting something for nothing, heads up in Washington. 
But Washington, in its figurative sense, stems from 
the localities and the businesses. And the underlying 
philosophy that has been sent to Washington, to per- 
meate back again to the localities and businesses, has 
received unquestioned acceptance all down the line, 
despite the fact that, if election figures mean anything, 
the reconversion of a comparatively small percentage 
of the people to sane Americanism would set us back 
on the right track. 

Communities inveigh against vast government ex- 
penditures, high taxes and continuing and mounting 
















You CUT costs when you equip 
your TRUCKS with the 
FRUEHAUF ELEVATING ENDGATE 


@ With the Fruehauf Endgate, you lift or lower 

your loads with engine- 2 power. “It elimi- 

nates manual lifting—_ WY handles up to 2,000 
pounds with™ ease. Thus, one 
man does the work of several. 


@ The Fruehauf Endgate cuts load- 
ing and unloading time tremen- 
dously. Raises driver and load to 
truck-bed level in about 10 seconds. ==, LS 
Eliminates need for helpers—saves driver's 
time—permits more trips per day. 
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WHY OPERATORS PREFER 
THE FRUEHAUF ENDGATE 


@ Loads from Ground Level—No lift- 
ing onto gate. 


e Lifts Up to 1-Ton—No load “‘center- 
ing’ necessary. 


e@ Tapered Loading Lip—Easy to run 
on hand trucks. 


@ One Control Lever—Starts and stops 
the even flow of hydraulic power. 


@ Stops Automatically—At ground 
and truck-bed. 


@ Safety Valve—Eliminates danger of 
overloading. 


e@ Loads at Any Height—Can be 
stopped at any desired height up to 
truck-bed level. 


e Balanced Weight—No tail-end over- 
loading. 


e Simple to Install—Mounted to frame 
independently of any body fastenings. 


@ Scientific Construction—Built to en- 
dure—engineered for trouble-free op- 
eration—proven in 12 years’ use—fully 
guaranteed. 


The Endgate can also be mounted 
on a Trailer using a 
Fruehauf Power 5th Wheel. 
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deficits. But the most sensitive ear has not as yet 
detected a community saying something like this to the 
federal government: 

“We don’t want federal money for a new park or 
a new recreational facility. We'll get along without it 
until we can pay for it ourselves.” 

No. The fact that our friend’s friend’s neighbors 
could have paid the whole of their schoolteacher’s 
salary, just didn’t enter their minds. 

The same is true in business. We’ve all observed 
some group of conservative business men, who habitu- 
ally shed tears into their noonday Martinis about the 
iniquity of profits taxes paid to help subsidize this or 
that branch of industry or agriculture, reconvene in 
solemn session to point out that their particular branch 
of industry is different from all the others and really 
ought to be subsidized. 


OMEONE who may have read this far in this 
screed, may raise his eyes from the page to ask: 
“What’s all this got to do with the field of trans- 

portation?” 

Well, we’ve got a number of pretty good examples 
of that sort of sophistry in the transportation industry. 
Let’s, for a moment, consider just one of them. 

The federal government runs a barge line on the 
Mississippi River and its tributaries. There may have 
been earlier government corporations through which 
Washington entered into direct competition with pri- 
vate business, but if there were, they weren’t important 
enough to stick in the mind. The Federal Barge Line 
went into the business of transportation in competition 
with private business along about 1920. There is no 
use remembering now that, at the time, it was called 
an “experiment,” intended to be terminated as soon as 
it “demonstrated”’ that the newer river transportation 


could be made ‘a profitable enterprise for private 


capital. 


The important fact is that it has now been running 
for a quarter of a century and that it has cost the 
people of the United States, in original investment and 
in year-by-year operation (despite some peculiar book- 
keeping that is intended to make it look selfsupporting 
and even profitable) a lot of money—tax money. The 
important thing to remember is that that tax money 
has been, through the pipe-line of the barge line, fun- 
neled into the pockets of the people who can use its 
facilities. 

Now, there may be arguments about details in 
respect to this matter. But about the essential facts 
there can be no disagreement. They are of record. It 
would be hard to make out a case justifying the opera- 
tions of the barge lines on the basis that they conform 
to the traditional American principles of individual 
Opportunity and private enterprise. 

We have been writing about this in these columns 
for all the years the barge line has been in operation. 
Somewhere along its route, there may be a shipper who 
has said to himself: 
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“Tt isn’t American for me to use this subsidized 
service that has an unfair advantage over privately 
owned and operated lines. Hence, I shall not use the 
barge line. Hereafter I shall move all my traffic by 
facilities privately capitalized and operated, so that 
I shall not be a party to this unfair advantage the 
government line has over others.” 


We say there may have been even one such ship- 
per. If there has been, we’d like to hear from him. 

Indeed, the tendency of those who profit by this 
subsidy, is exactly the opposite. They favor and fight 
for appropriations for the extension of the facilities of 
the barge lines when they conceive such additions will 
enable them to use the lines more intensively. They 
contribute to the funds of organizations whose sole pur- 
pose is to wheedle more federal money for “improve- 
ments.” They talk a lot about adding to the glory of 
the country by extending its system when, in their 
hearts, they know that they are interested only in how 
it can be of help to their businesses. 


The motive of personal and individual business 
profit is a strong one, against which words and logic 
can have little weight. We wonder, however, whether, 
before many more years—or even months—pass, fear 
will not become a weapon against this acceptance of 
paternalism. 


HESE TENDENCIES that sprouted long before we 

heard of a New Deal, were greatly strengthened and 
extended, of necessity, in the hard days of this half-won 
war. They had to be. War is not a democratic business, 
and democratic principles must perforce be abandoned 
far down the line when it is being carried on. That 
stern necessity, however, ought to make us all aware 
of the fact that the process of rehabilitation must be 
begun promptly when the pressure of war lifts.and 
must be carried on vigorously if we are to rebuild that 
in this country which is more important than ruins and 
rubble across the sea. The attitude of those who use 
transportation toward the government barge line is, 
after all, only a little more than symbolic of the great 
danger that we shall never be able to accomplish that 
reconstruction, that, indeed, we shall continue with 
increasing acceleration toward something as alien to 
the traditional American idea as the Nazism we have 
just crushed. The danger is real; the prospect is immi- 
nent. We had better, right quick, learn to subordinate 
self-interest, even when it is as objective as money in 
the till, to the greater job ahead. 


CONTAMINATING BOX CARS 


Chairman Kendall, of the car service division of the Asso- 
ciation of American Railroads, has made another appeal to 
railroad transportation officers to renew their efforts to prevent 
good order box cars being used for contaminating commodities, 
thereby unfitting them for further high class service. 

“With the continuing and growing scarcity of box cars 
suitable for high class commodities, particularly munitions and 
food products, the importance of conserving good order equip- 
— by avoiding improper loading cannot be over-emphasized,” 
said he. 
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N. Y. Chamber on Anti-Trust Suits 


At its May meeting the Chamber of Commerce of the 
State of New York adopted a report stating that the use of 
the anti-trust laws to control railroad rates could destroy the 
regulatory powers of the Commission and urging Congress to 
enact legislation to exempt Commission-approved rate-making 
agreements and the railroads making them from the applica- 
tion of the anti-trust statutes. 

“Recently the Department of Justice has attacked the 
railroads for violating the anti-trust laws,’ the report said. 
“A suit filed in Nebraska in August, 1944, charged that 47 rail- 
roads and 90 railroad and banking officials were in a conspiracy 
7 restrain and monopolize transportation in Western United 

tates. 

“This action was followed on March 26, 1945, by the United 
States Supreme Court agreeing to consider the state of 
Georgia’s complaint that the railroads have violated the anti- 
trust laws by conspiring to establish and maintain rates which 
discriminated against Georgia and its citizens. The anti-trust 
laws had already been used to undermine state regulations of 
railroad rates, although such regulation is made by an expe- 
rienced Federal administrative agency which was created and 
has long functioned for that purpose.” 

Defending the necessity of cooperative action among the 
railroads to establish reasonable and non-discriminatory rates, 
the report, presented by Arthur M. Reis, chairman of the 
committee on internal trade and improvements, continued: 

“It has always been considered that the principal objec- 
tions to cooperative price fixing aimed at by the anti-trust 
laws, i.e., unreasonable and discriminatory prices when com- 
petition is not present, are avoided, and the public is protected 
by the power of the Commission to rule on the rates, prohibit 
excessive and discriminatory charges, and prescribe rates which 
are just and reasonable. The decision, therefore, that the 
courts may entertain an action alleging violation of the anti- 
trust laws in the concerned fixing of freight rates, and apparently 
may consider whether discrimination results from rates so 
established, appears to foreshadow a use of the anti-trust laws 
to control railroad rates and a destruction of the regulatory 
authority of the commission.” The report approved the Bul- 
winkle bill (H. R. 2536). 

A second report of Mr. Reis’ committee opposed the 
efforts of the Southern Governors’ Conference “to secure more 
favorable freight rates through legislation or political maneu- 
vers when a long-established and judiciai method is available 
through the Commission.” 


Post-War Rail Car Exhibit 


Innovations and designs in railroad passenger coaches and 
Pullman sleeping cars planned for post-war production by the 
Pullman-Standard Car Manufacturing Co., to make rail travel 
more comfortable and luxurious than heretofore, were shown 
to Washington newspaper and magazine writers in a “pre- 
view” at the Statler hotel in Washington, in advance of presen- 
tation of the same exhibit, called ‘“‘Tomorrow’s Trains Today,” 
by Pullman-Standard May 8 through May 12 at the UV. S. 
Department of Commerce, under sporsorship of that department. 

The exhibit includes new type “chaise longue” seats de- 
signed to provide increased restfulness by day and “real sleep- 
ing comfort” by night; a diner in which every passenger has a 
side of the table to himself and in which the aisle is wider 
than in diners now in use; a three-decked coach, comprising 
mainly a double-deck section with seats for a total.of 112 
passengers (about one-third more than typical coaches presently 
in use) and, at one end of the car, on an intermediate level, 
a recreational section; a duplex-roomette car in which private 
rooms have complete toilet and washing facilities, travel in 
such a roomette to cost about the same as the present-day 
lower berth; a three-tier sleeper with a capacity of 42 berths, 
designed to reduce the cost of “overnight sleeping comfort” 
below present costs of Pullman berths; more luxurious accom- 
modations for bedrooms and compartments; mechanical im- 
provements in brakes, trucks and couplers, and a hot box 
alarm system, all described by Pullman-Standard as devices 
that “will give tomorrow’s travelers added safety as well as 
quieter, smoother and more comfortable starting, riding and 
stopping.” 

At a dinner following the “pre-view,’ T. P. Gorter, Pull- 
man-Standard vice president, stated that though many believed 
that Pullman-Standard built only passenger cars, the fact was 
that an important part of its business was the building of 
freight cars. C. A. Liddle, president of Pullman-Standard, was 
introduced at the dinner. 

Congressman Praises Exhibit 


Commenting on the Pullman-Standard exhibit in the De- 
partment of Commerce building, Representative Rowan, of Illi- 


TRAFFIC WORLD 


nois, in a statement he inserted in the Congressional Record, 
said the exhibit was ‘“‘a most inspiring example of how Amer- 
— industry is preparing to carry out its responsibilities in the 
uture”’ 

“That foresighted companies like Pullman-Standard and 
the great railroads that use its products are practically ready 
now to furnish some of the means to bind our civilization as 
closely together as world affairs now in the making will permit, 
must be a source of gratification to all who are concerned with 
our national and international planning,” he said. 

He declared that Pullman-Standard had helped to make 
America’s railroads the model for the world, and added that, 
for the last four years, its plants had won one governmental 
commendation after another for their “outstanding work” in 
producing armament for the army, ships for the navy, aircraft 
parts, and transportation equipment ‘‘vital-to the maintenance 
of our lines both at home and behind the fighting fronts.” 


C. & E. l. PAYS DEBT TO R. F. C. 


Federal Loan Administrator Snyder announced, May 10, 
that the Chicago & Eastern Illinois Railroad Co. had retired 
the remainder of its indebtedness to the Reconstruction Finance 
Corporation by purchase of $9,400,000 of the company’s series 
A, first mortgage 4 per cent bonds from the R. F. C. at 103 plus 
accrued interest. This, he said, represented a premium to the 
R. F. C. of $282,000. He stated that the R. F. C. had advanced 
to the railroad a total of $10,849,500, “all of which, together 
with $231,000 of the company’s 10-year 4 per cent trustees cer- 
tificates acquired by R. F. C. from P. W. A., has been sold or 
retired.” The total premium received by the R. F. C. was 
$285,015, he added. 


HOUSTON WAREHOUSE SPACE 


The Reconstruction Finance Corporation announced May 9 
that 1,500,000 square feet of open storage space and more than 
500,000 square feet of closed warehouse space had been leased 
in three properties in Houston, Tex. Two of the properties, it 
said, were acquired from the Feld-Reynolds Warehousing Cor- 
poration, while the third came to the R. F. C. through a transfer 
from the War Department. 

The closed, heated space, it was said, was for storing and 
displaying surplus producers’ and capital goods to be sold by 
the R. F. C. as disposal agency for the Surplus Property Board. 


TRANSPORT EQUIPMENT TO RUSSIA 


Administrator Crowley, of the Foreign Economic Admin- 
istration, in a statement on lend-lease shipments to the Soviet 
Union, said that shipments in March to the U. S. S. R. included 
9,434 trucks, 76 railroad locomotives, 504 flat cars, 157 marine 
engines, and 357 army aircraft. 

“In all, 13,475 United States manufactured aircraft have 
gone from North America to the Soviet Union since the start 
of our lend-lease program,” he said. “Of this total, 3,081 planes 
were delivered to her in fulfillment of the protocol obligations 
of the United Kingdom.” 


SANTA FE IMPROVEMENTS 


Fred G. Gurley, president, Santa Fe Railroad, announced 
May 8 that his railroad was prepared to handle the increases in 
traffic expected to result from the intensification of our war 
against Japan. The Santa Fe began preparing for the peak of 
the war against Japan as early as January, 1942, with an im- 
provement program involving an expenditure of two hundred 
million dollars, said he. Opening of Santa Fe’s new bridge 
across the Colorado River at Topock, Arizona, and completion 
of new Diesel repair facilities and shops at Winslow, Arizona, 
and Barstow, California, mark the completion of the improve- 
ment program, he said. 


WOMEN’S LOUNGE FOR C. & N. W. STATION 


L. L. White, vice-president in charge of operations for the 
Chicago & North Western Railway Co., announces plans for 
a women’s lounge to cover an area of more than 2,000 square 
feet in the company’s Chicago station. Construction will begin 
immediately, he says, with cost of furnishings and alterations 
to be approximately $18,000. 


SALE OF RAILROAD WATCHES 


The War Production Board has announced that, by revo- 
cation of its limitation order L-175, it has removed restrictions 
on the sale and transfer of railroad standard watches (spring- 
driven pocket models, containing from 19 to 23 jewels, manu- 
factured only by the Elgin, Hamilton and Waltham companies! 
which have been in effect since August 7, 1942. 
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Standard Oil Switch Service 


May 12, 1945 





Total inbound and outbound carload freight shipments at 
the North Baton Rouge plant of the Standard Oil Co. of Louisi- 
ana increased from 26,539 in 1936 to 113,433 in 1948, said the 
Commission, division 3, in the Commission’s third report on 
further hearing in Standard Oil Co. of Louisiana, Ex Parte No. 
104, Practices of Carriers Affecting Operating Revenues. or 
Expenses, Part II, Terminal Services, embracing the Standard 
company’s plants at Avondale, La., the chemical division at 
North Baton Rouge, and a tank farm at Maryland, La. (See 
Traffic World, May 5.) 

The North Baton Rouge plant was being operated under 
emergency conditions because of the war, said the division, and 
under general order No. 7 of the Office of Defense Transporta- 
tion, requiring the utmost expedition in the handling of petro- 
leum products. 

The division said its figures showed an increase in volume 
of traffic in 1943 over that handled in 1941 of more than 153 
per cent and over 1940 of more than 257 per cent. 

“This increase is due to greater quantities of petroleum 
being used for war purposes, and a greater volume being trans- 
ported by rail,” continued the division. “In order to handle this 
volume, more and faster turn-around terminal service is re- 
quired; in some instances as many as six switches a day are 
now required, whereas in normal times two or three switches 
would be sufficient. In February, 1944, approximately 9,000 
cars were loaded or unloaded within the plant.” 

On further hearing, the division affirmed the finding in the 
prior report in this proceeding, 209 I. C. C. 68, that the obliga- 
tions of the Yazoo & Mississippi Valley Railroad Co. and the 
Louisiana & Arkansas Railroad Co. under their interstate line- 
haul rates did not extend beyond their points on interchange, 
and that payment by them of an allowance to Standard Oil of 
Louisiana for service beyond those points was unlawful. 

The division also found that the respondent railroads’ serv- 
ice performed on the industry’s tracks at its Maryland tank 
farm, Maryland, La., and at its chemical division at North 
Baton Rouge, were services that might fairly be regarded as 
contemplated within the line-haul rates published by the re- 
spondents and that such services were performed at the ordi- 
nary operating convenience of the respondents in uninterrupted 
movement to the pionts of loading or unloading at the respec- 
tive points in the farm and the locations within the plant. It 
further found that the service performed at Avondale in fur- 
nishing cars for loading and in the receipt of carloads of crude 
oil from the industry for transportation was a service that was 
included within the line-haul rates published by the respondents 
and that the service was performed at their operating con- 
venience in uninterrupted movement. 


On petition filed by Standard Oil on May 16, 1942, the 
division recited, it was alleged that since the issuance of the 
prior report, changes had been made in the physical conditions 
and operating practices within the Baton Rouge plant that had 
eliminated the basis for the previous findings. It said the pro- 
ceeding was reopened for further hearing and that on July 12, 
1943, division 3 affirmed the prior report, 209 I. C. C. 68. On 
the following September 10, said the division, the company filed 
a further petition alleging certain errors in the second prior 
report on further hearing, and the proceeding was again re- 
opened for hearing, the Commission, on its own motion, sched- 
uling similar proceedings with respect to the terminal services, 
charges, and practices of the respondents in the receipt and 
delivery of carload and less-than-carload freight at other plants 
rae by Standard at Avondale, North Baton Rouge, and Mary- 
and, La. 

Prior to further hearings, the division said, an inspection 
was made by Commission employes concerning physical charac- 
teristics of the plant and there were investigations of the re- 
spondent railroads’ switching methods and practices. 


North Baton Rouge Operations 


_  ‘Vith respect to operations at the North Baton Rouge re- 
dnery, the division said: 


The testimony of the yardmaster for the industry, and of the em- 
dloyee of the Commission, who inspected the plant and the track lay- 
Jut aud investigated the switching operations, is convincing that under 
the Present methods where the industry is able to coordinate its opera- 
tions so as to avoid interference in switching the numerous: districts no 


complications are disclosed; that the plant’s switching practices are 
economical considering the volume of traffic handled and the potential 
interference resulting therefrom. The tracks are adequate for the per- 
formance of the service with stand-by service, and there are no restric- 
tions placed on the operations of the engines except the requirement 
that they may not enter the refined oil tracks or pass them on the run- 
around track while these products are being loaded. The latter require- 
ment, imposed as a safety measure may not materially delay operations 
by the industry as it can keep the locomotives and crews occupied else- 
where in the plant during that period. It does not necessarily follow, 
however, that this would be true were respondents to undertake to 
switch the plant at their convenience. It is clear from what has been 
said that certain tracks within the plant do not have capacity to accom-. 
modate at one time all the cars loaded or unloaded in the daily opera- 
tions. Such tracks must be switched as soon as the cars are loaded or 
unloaded, and other cars which are held on the interchange or storage 
tracks be placed for like purposes. Respondents could not perform the 
spotting service on these tracks at their convenience without seriously 
interfering with an orderly conduct of the industrial operations. They 
would have to hold themselves in readiness to remove the loaded or 
empty cars and replace others at such times as are indicated by the 
industry. This is a service for which respondents are not compensated 
under their line-haul rates. See Martin Iron & Steel Co. Case, 48 I. C. C. 
620, quoted wifh approval in Acme Steel Co. Terminal Allowances, 215 
iL €. <. San. 


Because of the track layout, said the division, it was physi- 
cally impossible for the Yazoo & Mississippi Valley to reach 
nine districts in the plant without operating over the Louisiana 
& Arkansas tracks. All of the districts, it said, could be reached 
by the L. & A. by means of spurs connecting directly with its 
tracks or with the Standard Oil’s tracks. The division cited 
Standard Oil Co. vs. Director General, 59 I. C. C. 620, in which 
the Commission “quoted with approval” from Ford Motor Co.— 
Terminal Allowances, 209 I. C. C. 77, 80, as follows: 

“The fact that several carriers could not perform these 
services individually is convincing that the said service is 
greater than the equivalent of a simple switching delivery, and 
is, in fact, beyond the scope of the carrier’s legal obligations.” 

If both carriers undertook to switch the remaining dis- 
tricts, continued the division, they would interfere with each 
other. That interference would be increased if the Y. & M. V. 
were accorded a trackage right over the L. & A. permitting it 
to serve the districts that it could now serve. At any rate, it 
would be impracticable for both carriers to undertake to per- 
form the spotting, said the division, citing Keystone Steel & 
Wire Co.—Terminal Allowances, 209 I. C. C. 82. 

In an effort to effectuate some arrangement whereby the 
plant services might be brought within the principles that the 
Commission announced in the original proceeding, the industry, 
said the division, suggested three plans under which (1) the 
railroads would employ some agency or, in the alternative, 
would pay an allowance to the industry for performing the ter- 
minal services; (2) the Y. & M. V. would employ the L. & A. to 
switch the entire plant with one locomotive operating at all 
times on the west side of the plant and another on the east side; 
and (3) the plant would be divided, for the purpose of switch- 
ing, in a northerly and southerly direction into two parts, 15 
districts on the west side to be assigned to the Y. & M. V., and 
the remaining 11 districts on the east side to be assigned to 
the L. & A. 


Plan No. 1, said the division, was, in practicable effect, the 
plan now being followed, except that no allowance was being 
paid to the Standard Oil for performing the services. It said 
that under the principles announced and as since interpreted 
and followed in numerous decided proceedings, a carrier might 
not lawfully pay an allowance where, as under plan No. 1, it 
was prevented at its ordinary operating convenience from 
reaching points of loading or unloading without interference or 
interruption. 

Plan No. 2, continued the division, was essentially the same 
as plan No. 1, and, under the announced principles as inter- 
preted in the supplemental reports, if the Y. & M. V. could not 
perform the terminal services without interference, its line-haul 
obligations terminated when the traffic was placed on an inter- 
change plant reasonably convenient to the plant. 


Plan No. 3 could not be approved, the division said, because 
it would set up a barrier within the plant, beyond which the 
carriers might not pass, in contravention of the announced prin- 
ciples as interpreted in numerous supplementary proceedings, 
and would actually prevent the line-haul carrier from receiving 
or delivering its traffic at loading or unloading points within 
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the plant, and would compel, in many instances, the line-haul 
carrier to surrender its traffic to a competing carrier and to 
absorb the cost of switching out of its line-haul charges. 

“Under these circumstances, and in due consideration of 
all of the evidence of record, we affirm the findings in the first 
prior report, 209 I. C. C. 68,”’ concluded the division. 


Lone Star Package Forwarder 


By a permit and order in FF-76, Lone Star Package Car 
Co., Inc., Freight Forwarder Applicafion, the Commission di- 
vision 4, has found the applicant, of Dallas, Tex., to be a freight 
forwa.ider subject to part IV of the interstate commerce act. 
Under the permit granted, effective July 2, Lone Star may 
forwar commodities generally, in interstate commerce, from 
points sn Minnesota, Iowa, Missouri, Tennessee, Virginia, and 
points in the United States east and north of such states to 
points in Louisiana, Oklahoma, Texas, New Mexico and Arizona. 

Lone Star, the division recited, maintained stations in Bos- 
ton, New York, Philadelphia, and St. Louis, assembly or con- 
solidation points, and at Amarillo, Dallas, Forth Worth, Hous- 
ton, Laredo, Paris, San Antonio, and Wichita Falls, Tex., break- 
bulk points. The division said that although Lone Star did not 
have terminals at Baltimore, Md., Shreveport, La., and Austin, 
Beaumont, Corpus Christi, Port Arthur, and Waco, Tex., mer- 
chandise was also consolidated at Baltimore and distributed 
from the aforementioned points. 

The division said the granting of the permit was not to be 
construed as affecting in any way the duty of the applicant’s 
motor-carrier officers and directors, who own its stock, with 
respect to compliance with such obligations as were imposed 
by section 411(c) of the interstate commerce act. Under that 
section, said the division, it was unlawful for a director, officer, 
employe, or agent of a common carrier subject to part I, II, or 
III of the act, in his or their own personal pecuniary interest, 
to own, directly or indirectly, stock in a freight forwarder. The 
section did not prohibit the issuance of a permit to a freight 
forwarder because an officer, director, employe, or agent of a 
common carrier had a financial interest in a freight forwarder, 
the division said. On the date the application was filed, con- 
tinued the division, the applicant Lone Star’s stock was held in 
equal portions by six persons, some of whom were officers 
and directors of common carriers subject to part II of the act. 
Continuing, the division said: 


By the provisions of section 411(d), the Commission is authorized, 
upon complaint, or upon its own motion without complaint, but after 
notice and hearing, to investigate and determine whether any person 
is violating the provisions of section 411(c), and if the Commission finds 
after such investigation that such person is violating any of such provi- 
sions, it is directed to require such person to take such action as may 
be necessary to prevent continuance of such violation. 


The division said it had instituted such a proceeding, Ex 
Parte No. 155, Ownership of Stock in Freight Forwarders, 
and that the motor-carrier officers and directors who owned 
Lone Star’s stock, had, among others, been made respondents 
in the proceeding. 

“It is therefore unnecessary further to consider herein such 
questions under section 411(c) as may be involved in the hold- 
ing of applicant’s stock by such persons,” concluded the division. 


DRUMMOND LIGHTERAGE AUTHORITY 


By an order in W-580, Sub. 3 TA, the Commission, division 
4, has authorized Drummond Lighterage Co. to perform com- 
mon carrier freight car ferry service in interstate or foreign 
commerce in the transportation of tar in tank cars by non-self- 
propelled vessels with the use of separate towing vessels be- 
tween Seattle, Wash., and Bremerton, Wash. 


BLASKE LINES AMENDED CERTIFICATE 

The Commission, Division 4, by a report, amended certifi- 
cate and order in W-551, on reconsideration, has modified its 
findings in the prior, report, not printed, and found applicants 
entitled to continue operation as a common carrier by non- 
self-propelled vessels with the use of separate towing vessels, 
in the transportation of commodities generally, and by towing 
vessels with the use of separate towing vessels in the trans- 
portation of commodities generally, and by towing vessels in 
the performance of general towage, between points on the 
Illinois Waterway and points on the Mississippi River from 
St. Louis, Mo., to Muscatine, Ia. The prior certificate and order 
were vacated. 

In its report on reconsideration, the division said applicants 
had not established the right to a certificate authorizing freight- 
ing, service on the Mississippi River below St. Louis and above 
Muscatine, or the Missouri, Ohio, Monongahela, and Kanawha 
Rivers. To that extent, the application was denied. 


TRAFFIC WORLD 


Commissioner Miller, dissenting, said the application should 
be denied in its entirety because, he said, the record disclosed 
that the applicant had not performed any freighting service 
subject to part III of the interstate commerce act since No- 


vember 12, 1940, or any towage subject thereto since Au- 
gust 6, 1940. 


Commission Reports 


(An asterisk before the docket number means that the report will not 
be printed in full in the permanent series of Commission reports. Mimeo- 
graphed copies of such reports in full may be obtained by prompt appli- 
cation to the Commission.) 


Paperboard, Etc. 


I. and S. M-2443, Paperboard—Victory Mills and Thomson, 
N. ¥., to New York and New Jersey. By the Commission, divi- 
sion 2. Proposed changed motor common carrier rates and 
charges on paperboard, not corrugated, and paperboard or pulp- 
board boxes, in truckloads, from Thomson and Victory Mills, 
N. Y., to New York, N. Y., found just and reasonable, except 
with respect to cancelation of mixed truckload provision, and 
proceeding discontinued. The Commission said the respondents 
indicated that the elimination of the mixed truckload provision 
was inadvertent and that they were willing to reestablish it. 
It said respondents would be expected promptly to make ap- 
plicable proposed rates on mixed shipments, as indicated in the 
report. 


Contractors’ Outfits, Etc. 


I. and S. M-2439, Kennelly Transfer & Storage Co.—Be- 
tween Florida and Southern Points. By the Commission, divi- 
sion 2. Proposed changed motor common carrier rates and 
charges, resulting generally in increases, on specified commodi- 
ties between points in Florida, and between points in Florida, 
on the one hand, and, on the other, points in Georgia, Alabama, 
Louisiana, Mississippi, North Carolina, Tennessee, and Virginia, 
found just and reasonable in certain respects, and unjust and 
unreasonable in other respects. In its findings the division said: 
“We find that the proposed column-A rates would have no 
actual application, and therefore are unlawful. We further find 
that the proposed column-B rates for distances from 400 to 680 
miles, both inclusive, are unjust and unreasonable. This finding 
is without prejudice to the filing of new schedules in accordance 
with the views expressed herein. We further find that the pro- 
posed demurrage rule, and the proposed rule requiring the ship- 
ping public to bear the expense of state permits or fees, are 
unjust and unreasonable. We further find that, except to the 
extent indicated in the foregoing findings, the proposed rates 
and minimum weights are just and reasonable.” 


Cranes 


No. 29087, Liberty Industrial Salvage Co. vs. D. L. & W. 
et al. Division 2. Dismissed. Interstate charges collected on 
cranes, in carloads, from Pittsburgh, Pa., to Pen Allen, Pa., 
and from the latter point to New Village (Washington), N. J., 
found inapplicable, applicable charges determined, and ship- 
ments found undercharged. Interstate charges collected on a 
carload of contractors’ outfits from Pittsburgh to Pen Allen 
found inapplicable, applicable charges determined, and ship- 
ment found undercharged; charges collected on a carload of 
contractors’ outfits from Pen Allen to New Village found ap- 
plicable. Applicable charges found not shown to have been 
unreasonable. The division, with Commissioner Splawn dis- 
senting, found that in making the shipments of cranes dis- 
mantled, loaded the cranes completely on flat cars, and the 
booms and other equipment in gondola cars. It said the cranes 
could not be rated as parts of contractors’ outfits “as these 
cranes moved in straight carloads in separate cars, not con- 
taining other articles, whereas the rating on contractors’ out- 
fits is limited to mixed carloads. Each of the cars used contained 
a separate and distinct shipment of articles on which specific 
carload ratings and rates were applicable.” Commissioner 
Splawn dissented from this view, saying it appeared that the 
shipments were loaded in a manner that was at least as ad- 
vantageous to the carriers as under the method necessary to 
receive the benefit of lower charges under rule 29. 





COMMISSION ORDERS 

MC-C 442, Released ratings and rates on engines. Motion of Secre- 
tary of War, and supporting petition of Aeronautical Chamber of Com- 
merce of America, Inc., to strike certain evidence, overruled. 

MC-C 442, Released ratings and rates on engines. Petition of Aero- 
nautical Chamber of Commerce of America, Inc., for postponement of 
hearing, denied. 

No. 28813, Summer and Co. vs. Erie et al., No. 28813, Sub. 1, Same 
vs. W. & L. E. et al., and No. 28813, Sub. 2, Same vs. N. Y. C. Order 
of February 24, modified to become effective June 9, on not less than 
10 days’ notice, instead of 30 days’ notice. 

MC-F 2435, James D. Van Hooser et al., control, Consolidated Bus 





Rocks Sat ar ER 


SA TIT OT Ee TN 








L 
g 
1 
C 
I 
3 


oe et 


Se ee 





LD 


uld 
sed 
vice 
No- 
Au- 


10t 


>li- 


son, 
livi- 
and 
ulp- 
ills, 
cept 
and 
ents 
sion 
a it. 

ap- 
. the 


~Be- 
divi- 
and 
10di- 
rida, 
ama, 
‘inia, 
and 
said: 
2 no 
find 
» 680 
ding 
lance 
pro- 
ship- 
, are 
» the 
rates 


& W. 
d on 
. Pas, 
a 
ship- 
on a 
Allen 
ship- 
ad of 
d ap- 
been 
1 dis- 
; dis- 
d the 
ranes 
these 
; con- 
’ out- 
‘ained 
9ecific 
sioner 
it the 
is ad- 
iry to 


Secre- 
f Com- 


f Aero- 
lent of 


, Same 
Order 
ss than 


ed Bus 


Sp See 


May 12, 1945 


Lines, Inc., and Central Bus Lines, Inc. Time within which authority 
granted in report and order of June 15, 1944, as modified December 5, 
1944, may be exercised, extended to December 15. 


MC-F 2587, E. W. Stimble, Jr., purchase, Adams Transfer & Storage 
Co. Reopened for reconsideration. 
No. 25727, Seatrain Lines, Inc., vs. A. C. & Y. et al. Order of 


December 5, 1944, modified so as to become effective on or before June 
30, instead of May 31. 

W-14, Atwacoal Transportation Co., contract carrier application, At- 
wacoal Transportation Co., exemption, section 303(e), and W-19, Fall 
River Navigation Co., contract carrier application. Request filed on 
behalf of rail carriers, interveners, for extension of time in which to 
file petition for reconsideration, denied. 


Railroad Abandonments 


N. O., T. & M. 


In Finance No. 14923, Guy A. Thompson, trustee, New 
Orleans, Texas & Mexico Railroad Co., asks authority to aban- 
don a line of railroad consisting of a car ferry, and operation 
thereof, across the Mississippi River near Baton Rouge, La., 
beginning at a connection of the ferry with an incline track 
of the Yazoo & Mississippi on the east bank of the river, 
crossing the river to a connection with an incline track of the 
N. O., T. & M. on the west bank of the river and along the 
incline track for 0.38 miles, all in the parishes of East Baton 
Rouge and West Baton Rouge, La. The applicant also asks 
authority for the construction of a substitute line of railroad 
to be located in the same parishes and to operate over a bridge 
across the Mississippi River at Baton Rouge, beginning at a 
connection with the existing line of the N. O., T. & M. ata 
point approximately 2.33 miles west of the station building at 
Anchorage, constructing a connecting track eastwardly about 
1.45 miles to a connection with tracks located on the west 
approach of a combination railroad and highway bridge; thence 
through operation by means of trackage rights over the bridge 
and approaches for about 3.47 miles; and thence through the 
construction and operation of a track about 0.67 miles in length 
connecting the bridge tracks with the tracks of the Y. & M., on 
the east bank of the Mississippi River. 


T. & N. O. 


The Texas & New Orleans Railroad Co., in Finance No. 
14924, asks the Commission for authority to abandon service 
on, and remove, 4.27 miles of branch line main track and 0.47 
mile of other tracks between Youngsville and Milton, and 4.47 
miles of branch line main track and 0.15 mile of other tracks 
between Long and Milton, all in Lafayette parish, La. The 
portions of the branch lines sought to be abandoned, the appli- 
cant says, have been operated with continuing deficits. The 
territory traversed is adequately served by the T. & N. O. from 
nearby stations and also by highway transportation, it says. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14895, Chicago & North Western 
Railway Co. Equipment Trust Certificates, granting authority to assume 
obligation and liability in respect of not exceeding $6,180,000 of Chicago 
& North Western Railway Co. Equipment Trust of 1945, 1% per cent 
equipment trust certificates, to be issued by the Continental Illinois 
National Bank & Trust Co. of Chicago, as trustee and sold at 100.331 
per cent of par and accrued dividends in connection with the procure- 
ment of certain equipment. Approved. 

Report and Order in F. D. No. 14903, New York, Chicago & St. 
Louis Railroad Co. Bonds, granting authority to issue $58,000,000 of 
refunding mortgage 3% per cent bonds, series E, to be sold at 99.779 
and accrued interest, and the proceeds, with other funds, used to 
redeem $59,875,000 of refunding mortgage 4% per cent bonds, series C, 
and to procure the authentication and delivery of $10,000,000 of addi- 
tional series E bonds, to be substituted for $10,000,000 of series C bonds, 
held in the Applicant’s treasury. Approved. 


MOTOR FINANCE CASES 

MC F-2689, Lyon Van & Storage Co.—Control—Lyon Van & Storage 
Co. of Washington et al. Acquisition by Lyon Van & Storage Co. 
(California), of Los Angeles, Calif., of control of Lyon Van & Storage 
Co. of Washington, of Seattle, Wash., Lyon Van & Storage Co., Inc. 
(Oregon), of Portland, Ore., and McLean The Mover, Inc., of Tacoma, 
Wash., through purchase of capital stock approved and authorized, 
subject to condition. 

MC F-2812, E. C. Chandler—Purchase—Louisville-Chattanooga Motor 
Mixpress, Inc. (Glenn W. Brown, Trustee). Application for authority 
under section 210(a) of E. C. Chandler, doing business as Everett’s 
freight Line, of Chattanooga, Tenn., for temporary operation of motor- 
carrier rights of Louisville-Chattanooga Motor Express, Inc. (Glenn W. 
Rrown, Trustee), also of Chattanooga, granted May 8, with conditions. 

MC F-2679, L. F. Miller and F. D. Miller—Purchase—Plunket Motor 
Line, Ine., embracing No. MC F-2680, L. F. Miller and F. D. Miller— 
| sase—Dalby Motor Freight Lines, Inc. Purchase by L. F. Miller and 
i. D. Miller, partners dba Miller & Miller Motor Freight Lines, of 
Wichita Falls, Tex., of the operating rights and property of Plunket 
Motor Line, Inc., also of Wichita Falls, and lease of certain operating 
rights of Dalby Motor Freight Lines, Inc., of Lubbock, Tex., approved 
and authorized, subject to conditions. 
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MC-F-2754, Mont S. Echols et al.—Control; Mercury Motors, Inc.— 
Purchase—C. Herbert Taylor (E. A. Truett, Receiver). Petitions field 
April 27, 1945, insofar as they seek amendment of applications under 
sections 5 and 210a(b) to substitute E. A. Truett, receiver, as party 
applicant in lieu of C. Herbert Taylor, granted. Order of March 2, 1945, 
granting application under section 210a(b) vacated. Application, as 
amended, for authority under section 210a(b) of Mercury Motors, Inc., 
of Fort Smith, Ark., for temporary operation of motor-carrier rights 
of C. Herbert Taylor (E. A. Truett, Receiver), doing business as Taylor 
Motor Freight, of Memphis, Tenn., granted, with conditions. 

MC F-2217, Beneficial Industrial Loan Corporation—Control; Con- 
tinental Motor Coach Lines, Inc.—Control; Tri-State Transit Co. of 
Louisiana, Inc.—Merger—Interurban Transportation Co., Inc., and Bor- 
delon Lines, Inc., embracing MC F-2218, Tri-State Transit Co. of 
Louisiana, Inc.—Issuance of Stock. (1) Merger in Tri-State Transit Co. 
of Louisiana, Inc., of Shreveport, La., of the operating rights and 
properties of Interurban Transportation Co., Inc., of Alexandria, La., 
and Bordelon Lines, Inc., of New Orleans, La., and acquisition of control 
of said operating rights and properties by Continental Motor Coach 
Lines, Inc., and Beneficial Industrial Loan Corporation, both of Wil- 
mington, Del.; through said merger, approved and authorized, subject 
to conditions. (2) Continental Motor Coach Lines, Inc., subjected to 
specific provisions of part II of the interstate commerce act. (3) Issu- 
ance to Tri-State Transit Co. of Louisiana, Inc., of a certificate of public 
convenience and necessity authorized upon compliance with certain 
conditions. (4) Authority granted Tri-State Transit Co. of Louisiana, 
Ine., to issue not to exceed 7,043 shares of its no-par-value common 
capital stock, subject to condition. (5) Supplemental application of 
Tri-State Transit Co. of Louisiana, Inc., for authority to employ Morgan 
W. Walker, dismissed. (6) Supplemental application of Tri-State Transit 
Co. of Louisiana, Inc., for authority to lease certain operating rights 
of Southwestern Greyhound Lines, Inc., and of Continental Motor Coach 
Lines, Inc., and Beneficial Industrial Loan Corporation to acquire control 
of said operating rights through said lease, denied. Prior report, 39 
M. C. C. 469. 

MC F-2806, J. L. Sanders—Control; Sanders Truck Line, Inc.—Pur- 
chase—Loyd Bond. Application for authority under section 210a(b) of 
Sanders Truck Line, Inc., of Jackson, Miss., for temporary operation 
of a portion of the motor-carrier rights of Loyd Bond, dba Bond Motor 
Lines, also of Jackson, Miss., granted, with conditions. 

MC F-2809, W. Lee Murphy et al.—Control; Gateway City Transfer 
Co., Inc.—Purchase—Highway Merchandise Carriers, Inc. Application 
for authority under section 210a(b) of Gateway City Transfer Co., Inc., 
of LaCrosse, Wis., for temporary operation of a portion of the motor- 
carrier rights of Highway Merchandise Carriers, Inc., of St. Louis, Mo., 
denied. 

MC F-2750, John H. Holmes—Control—The O. K. Trucking Co. 
Acquisition by John H. Holmes, dba Holmes Transportation Co., of 
Middleton, O., of control of the O. K. Trucking Co., of Cincinnati, O., 
through purchase of capital stock, approved and authorized subject to 
condition. 

MC F-2786, V. F. Palmer et al.—Control; Southwestern Freight 
Lines—Lease and Purchase—Clarence Meddock. Application for author- 
ity under section 210a(b) of Southwestern Freight Lines, of Phoenix, 
Ariz., for temporary operation of motor-carrier rights of Clarence Med- 
dock, dba Meddock Truck Line, of Los Angeles, Calif., denied. 






























COMMISSION MOTOR REPORT 


MC 105333, Steve Andalora, Fairbank, Pa., common car- 
rier. Certificate granted, with conditions. Household goods, be- 
tween Fairbank, Pa., and points with eight miles thereof, ex- 
cept Uniontown and Brownsville, Pa., on the one hand, and, on 
the other, points in O., Md., W. Va., and the District of Colum- 
bia, over irregular routes. 


PACKINGHOUSE PRODUCTS RATES 

Effective May 18, the Commission, division 2, has issued an 
order vacating its order of March 31, instituting an investiga- 
tion and suspension proceeding in I. and S. M-2520, Packing- 
house Products—Twin Cities to Wisconsin, and has discontinued 
the proceeding, on a petition filed by Middlewest Motor Freight 
Bureau (see Traffic World, May 5, p. 1164). 
The bureau had requested, also, that special permission be 
granted, in making the adjustments sought to remove certain 
allegedly unlawful provisions in the involved tariffs, to depart 
from the terms of rules 6(d) and 20(f) of tariff circular MF 
No. 3. By special permission No. 241 the Commission has 
granted the bureau permission to publish the tariffs, effective 
May 18, on 10 days’ notice. 


DENIAL OF OFF-ROUTE POINTS AUTHORITY 


The Commission, division 5, has denied the applications of 
four southwestern motor carriers for authority to extend their 
operations to war plants, military installations and training 
schools within 25 miles of certain of their authorized regular 
routes in Arizona. The denial was in the form of a report 
and order in MC 1822, Sub. 3, Wells Truckways, Ltd., Ex- 
tension—Off-Route Points, embracing MC 59069, Sub. 6, South- 
western Freight Lines, Same; MC 59074, Sub. 11, System 
Freight Service, Same; and MC 8948, Sub. 2, Western Truck 
Lines, Ltd., Same. 

The report observed that the carriers’ evidence indicated 
that they intended to handle as through freight the larger 
shipments, while continuing to permit certain “vicinity car- 
riers” to handle smaller shipments now being interchanged 
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with those carriers. It said existing carriers normally should 
be accorded the opportunity to transport all the traffic they 
can handle adequately in the territory served by them before 
authority was granted to other carriers to institute similar 
services. No new traffic would be created, it said, and that 
the convenience obtained by certain shippers and receivers 
would be at the expense of the existing carriers, particularly 
the so-called “vicinity carriers” on which “even applicants rely 
for the distribution of small shipments to off-route points, with- 
out affording any substantial benefit to the general public.” 


FINANCE APPLICATIONS 

MC F-2834, System Freight Service, Los Angeles, Calif., asks author- 
ity to purchase all of the capital stock of Smart’s Auto Freight Co., 
Inc.; Portland, Ore.; to purchase from L. V. Smart and C. F. Corbett, 
a copartnership dba Service Auto Freight Co., Portland, Ore., certain 
operating rights presently leased to Smart’s Auto Freight Co., Inc.; 
and to dissolve Smart’s Auto Freight Co., Inc., and acquire all of its 
assets after its liabilities have been satisfied. : 

MC F-2835, H. A.\Austin, Bluefield, W. Va., asks authority to 
purchase and temporarily to operate, certain rights and property of 
William L. Spratt, dba W. L. Spratt Transfer, Cedar Bluff, Va. 

MC F-2836, Federal Express, Inc., Indianapolis, Ind., asks authority 
to purchase certain operating rights of Ray Williams, dba Ray Wil- 
liams Motor Freight Service, Detroit, Mich. 

MC F-2837, F. E. Stanley, D. K. Stanley, C. C. Bledsoe, and S. 
Bledsoe, dba Parkhill Truck Co., Tulsa, Okla., asks authority to 
purchase certain operating rights and property of Roy F. Parkhill and 
Henri E. Parkhill, dba Parkhill Truck Co., Tulsa, Okla., operators of 
a trucking and pipe-line stringing business. 

Finance No. 14921, Rio Grande Southern Railroad Co. asks authority 
to issue receivers’ certificates to secure a loan of $60,000 to be used 
together with income from operation in necessary rehabilitation of the 
railroad. 

Finance No. 14922, E. A. Whitman and Edgar F. Zelle, trustees of 
the property of Wisconsin Central Railway Co., ask authority to 
acquire control through stock ownership jointly with other companies 
of the Belt Railway Co. of Chicago and for authority to acquire operat- 
ing rights over the lines of the Belt Railway Co. of Chicago by means 
of an agreement supplemental to the operating agreement of November 
1, 1912, between the Belt Railway Co. of Chicago and its then stock- 
holders. The application says that ownership of 2,400 shares of the 
outstanding 31,200 shares of $100 par value capital. stock of the Chicago 
Belt is a prerequisite to becoming a party to the operating agreement 
of November 1, 1912. 

MC F-2838, Watkins Motor Lines, Inc., of Thomasville, Ga., asks 
authority to lease with option to purchase certain operating rights of 
Estes Investments, Inc., dba Flamingo Truck Lines, of Bradenton, Fla., 
and temporarily to operate. 

MC F-2839, Malone Freight Lines, Inc., of Birmingham, Ala., asks 
authority to purchase certain operating rights of E. A. Truett, receiver, 
Taylor Motor Freight, of Memphis, Tenn., and temporarily to operate. 

MC F-2840, The Connecticut Co., of New Haven, Conn., asks author- 
ity to issue 11,250 shares of $100 par value class B capital stock for the 
purpose of exchange for 10,000 shares of no par class B capital stock. 
The application says the applicant is a wholly owned subsidiary of the 
trustees of the New York, New Haven & Hartford Railroad Co., and 
agent of the latter for the operation of all the electric railway properties 
in Connecticut owned or leased by the New Haven. 

MC F-2841, Terminal Transport Co., Inc., of Indianapolis, Ind., 
asks authority to purchase certain operating rights of Martin Johnson, 
trustee, Acme Freight Lines, bankrupt, of Jacksonville, Fla., and 
temporarily to operate. 

MC F-2842, Raymond Bros. Motor Transportation, Inc., of St. Cloud, 
Minn., asks authority to purchase certain operating rights of Shafer 
Transport, Inc., - Fargo, N. D., and temporarily to operate. 


PETITIONS FOR REHEARING, ETC. 

MC-C 442, Released ratings and rates on engines. Aeronautical 
Chamber of Commerce of America, Inc., asks Commission to strike 
certain evidence in support of motion filed by Secretary of War. 

MC-C 442, Released ratings and rates on engines. Office of Price 
Administration concurs in petition and motion filed by Secretary of 
War to strike certain evidence. 

No. 29263, Franklin Limestone Co., Inc., vs. A. G. S. et al. Com- 
plainant asks Commission to dispense with briefs and proposed report, 
and that proceeding be set for oral argument at earliest possible date. 

MC-F 2745, Melvin McNeal Grantham, purchase, Loyd Bond. Gran- 
tham Motor Lines asks that former order in proceeding be reentered 
and considered as effective, nunc pro tunc. 


Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules in it 
have been suspended. Suspension orders contain many schedules not 
reproduced here. Details of such orders are published in The Daily 
Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2535, the Commission suspended from May 6, 
until December 6, the operation of Supplement No. 8 to tariff 
MF-I. C. C. No. 7 (issued March 23, 1943) of Andy Schaefer 
and W. R. Schaefer, doing business as Schaefer Oil Co., Omaha, 
Nebr. The suspended schedules proposed to increase rates on 
petroleum products from Council Bluffs, Ia., and Omaha, Nebr., 
and points within 10 miles thereof, to points in Iowa, Nebraska 
and South Dakota. 





TRAFFIC WORLD 


In I. and S. M-2534, the Commission suspended from 
May 7, until December 7, the operation of certain schedules 
as published in Supplement No. 4 to tariff MF-I. C. C. No. A-165 
of the Middle Atlantic States Motor Carrier Conference, Inc., 
agent. The suspended schedules proposed to restrict classifica- 
tion exceptions ratings on brass, bronze, copper, cupro-nickel, 
both truckload and less truckload, and nickel silver articles, 
also on paper and paper articles, less truckload, between points 
in Middle Atlantic States territory and New England states, 


so as not to apply either locally or jointly for account of M. & R. 
Transportation Co., Inc. 


In I. and S. M-2535, the Commission suspended from 
May 7, and later, until December 7, the operation of certain 
schedules published on 11th revised page 42, 9th revised page 
42A and 7th revised page 43 to MF-I. C. C. No. 2, and in 
Supplement No. 6 to MF-I. C. C. No. 3, of Northern Transporta- 
tion Co., Los Angeles, Calif. The suspended schedules proposed 
to increase rates on non-explosive ammunition from Los 


Angeles, Pasadena and other points in southern California to 
destinations in Nevada. 


In I. and S. M-2536, the Commission suspended from 
May 10, until December 10, the operation of certain schedules 
published in Supplement No. 42 to tariff MF-I. C. C. No. A-148 
of Middle Atlantic States Motor Carrier Conference, Inc., Agent, 
Washington, D. C. The suspended schedules proposed to in- 
crease the rates on lunch boxes and children’s vehicles between 
the metropolitan areas of Philadelphia, Pa., and New York, 


N. Y., also on children’s vehicles between Trenton, N. J. and 
New York, N. Y. 


IOWA TRUCK RATE PROTEST 


The Traffic Association of Marshalltown, Marshalltown, Ia., 
has requested the Commission to suspend the provisions of 
item 850-A, Supplement No. 45 to Middlewest Motor Freight 
Bureau, Agent, Tariff No. 1025, M. F.-I. C. C. No. 21, indicated 
to become effective May 14. The Price Administrator and 


Economic Stabilization Director have also protested the same 
and related tariff items. 


If item 850-A were permitted to become effective, said the 
Marshalltown protestant, it would deprive Marshalltown ship- 
pers of the mixing provisions on truckload traffic that they 
have enjoyed for several years, and on which they have set up 
a large portion of their incoming and outgoing shipping, and, 
accordingly, their costs and prices. 


The Price Administrator noted that it was proposed to 
cancel the provisions of item No. 850 that would permit rule 
No. 13 of the classification to apply in lieu thereof. 


“In essence, the proposed adjustment will permit charges 
on a mixed shipment of differently rated articles to be based 
upon the truckload rate applicable to the highest classed or 
rated article, and at the highest truckload minimum weight, 
contained in the mixed shipment,” continued the Price Ad- 
ministrator. “The increases and charges which will thus obtain, 
will vary, of course, according to the specific articles contained 
in the mixture. Suffice it to say, however, that the increases 


will be very substantial to the general public in the affected 
territory.” 


The Price Administrator asked for suspension of item 850 


a_ _ items of Middlewest’s supplement No. 45 to MF-ICC 
o. 21. 


FOSS LAUNCH & TUG RIGHTS 


In W-587, Foss Launch & Tug Co. Applications, the towing 
company has asked the Commission to issue a modified cer- 
tificate authorizing it to continue as a common carrier in the 
transportation of commodities generally by use of non-self- 
propelled vessels with the aid of separate towing vessels and 
in the performance of general towage by towing vessels be- 
tween all points in Washington on Puget Sound and Grays 
Harbor and between points along the Pacific Coast. 


Citing Campbell Transportation Co. Application, 260 I. C. C. 
107, the applicant says that, according to the ruling in that 
case, making a distinction between the transportation of com- 
modities generally by use of non-self-propelled vessels with the 
aid of separate towing vessels, and the performance of general 
towage, the one held not to include the other, its certificate 
does not authorize it to perform general towage between points 
on Puget Sound and Grays Harbor and to transport commodi- 
ties generally between points along the Pacific Coast. 


Foss says, in view of the facts stated in the original report 
on its application, August 26, 1942, not printed, it is entitled to 
a certificate authorizing it to engage in general towage on 
Puget Sound and Grays Harbor, and to transport commodities 
on barges between points on the Pacific Coast. 
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May 12, 1945 


Proposed Reports 


Concrete Blocks or Tile 


No. 29205, Cinder Concrete Products, Inc. (Kansas City, 
Mo.), vs. Atchison, Topeka & Santa Fe Railway Co., et al. By 
Examiner Charles W. Griffin. Recommended that the Commis- 
sion find applicable the rates that defendants sought to apply, 
namely, 14 cents a 100 pounds to Connell, Kan:, 15 cents to 
Pratt, Kan., 19 cents to Garden City, Kan., and 18 cents to 
Liberal, Kan.; that it find applicable in addition to the rates 
the unabsorbed portion of the switching charge of $12.54 a car; 
that it find these rates, with the unabsorbed switching charge 
added, not unreasonable; that it find the present rates, with the 
charge added, to all the destinations involved, not unreasonable; 
and that it find no violations of section 4 of the interstate com- 
merce act shown, but that participation of the Santa Fe, Rock 
Island, and Katy railroads in the rates assailed, with the un- 
absorbed portion of the switching charge added, while they 
joined in rates without that addition on shipments off steam 
roads at KaKnsas City, be found as resulting in undue prej- 
udice to the complainant, which prejudice should be removed. 
The examiner said that the complainant had not shown that it 
had been damaged as a result of any undue prejudice that 
might have existed in the past. 


Counterbalance Weights 


No. 29204, Mesta Machine Co. vs. Alabama Great Southern 
Railroad Co., et al. By Examiners J. P. McGrath and S. R. 
Diamondson. Recommended that the Commission find that the 
assailed rate on one carload of counterbalance weights, ma- 
chined, shipped January 17, 1942, from West Homestead, Pa., 
to Fairfield, Ala., had been and was unreasonable, but not 
otherwise unlawful, to the extent it exceeded a rate of 72 cents 
a 100 pounds, and that reparation be awarded. The examiners 
further said that an allegation of unjust discrimination was 
based on the premise that certain weights were included in the 
iron and steel list, but that it was admitted that such weights 
were not in any way competitive with counterbalance weights 
of the type considered in the instant proceeding. The allega- 
tion, concluded the examiners, had not been sustained. While 
the Commission had repeatedly held that to warrant the estab- 
lishment of a commodity rate on a product, there must be a 
fairly substantial movement, continued the examiners, the fact 
that the shipment considered was the only one of its kind that 
moved between January 17, 1942, and January 22, 1945, the 
date of hearing in the proceeding, did not justify the exaction 
of a rate under which the earnings for 889 miles, the distance 
over the route of movement, were 139.6 cents a car-mile. There 
did not appear to be sufficient justification for inclusion of 
machined counterbalance weights in the manufactured iron and 
steel articles’ list that embraced generally many unfinished 
products, the value of which was less than 6 cents a pound, 
said the examiners. However, they continued, counter weights 
were included in the iron and steel articles’ lists on which the 
Commission had prescribed 32.5 per cent of the corresponding 
first-class rates under the southwestern and western trunk-line 
revisions. That percentage of the first-class rate from West 
Homestead to Fairfield, the examiners said, would produce a 
rate of 72 cents a 100 pounds, and car-mile earnings there- 
— on the shipment considered would be 114.3 cents a 100 
pounds. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration of 20 
days from date of service of reports (unless otherwise stated), become 
effective unless exceptions have been filed within the 20-day period or 
exceptions have been seasonably filed by other parties, or the order has 
been stayed or postponed by the Commission. State in which applicant 
has home office is shown in “black face’ type, with name of town or 
city following.) 


British Columbia, Canada (Nelson)—-MC 100931, Sub. 1, 
Kathrine Williams, common carrier. Certificate proposed. 
Household goods, between points in three Washington counties, 
on the one hand, and, on the other, the international boundary, 
over irregular routes through the ports of entry at Metaline 
and Northport, Wash., restricted to traffic originating at, or 
destined to, points in Canada. 


California (Vernon)—MC 70662, Sub. 5, Cantlay & Tanzola, 
tne., extension. Denial of certificate proposed, on further hear- 
ing. Petroleum and petroleum products, in bulk, in tank trucks, 
with exceptions, from points in three California counties to 
o.oints in three Nevada counties, and four Utah counties, and 
‘eturn with rejected or contaminated shipments of such com- 
modities, over irregular routes, traversing Arizona for operat- 
ng convenience when necessary. 


Missouri (St. Louis)—-MC 105146, Columbia Motor Trans- 





1237 


port Co., common carrier. Certificate proposed, with conditions. 
General commodities, with exceptions, between points in Ark., 
La., Mo., and Tenn., over specified routes, serving specified 
termini, intermediate and off-route points, subject to conditions, 
including one that service should be limited to that which was 
auxiliary to, or supplemental of, rail service of the Missouri 
Pacific Railroad Co. 

Oregon (Westfir)—MC 105492, Arthur T. Long, common 
carrier. Certificate proposed. General commodities, between 
Eugene, Ore., and Westfir, Ore., over a described route, serving 
specified intermediate and off-route points. 

South Dakota (Irene)—-MC 105416, Chris Chistensen, com- 
mon carrier. Certificate proposed. (1) Livestock, between 
Irene, S. D., and points within 10 miles theerof, on the one 
hand, and, on the other, Sioux City, Ia.; and (2) agricultural 
machinery and implements, tankage and oil meal, from Sioux 
City to points within 10 miles of Irene, other than "incorporated 
cities and villages, over irregular routes. 

South Dakota (Vermillion)—-MC 105257, Howard Ahlgrim, 
common carrier. Certificate proposed. Fresh milk and cream, 
from points (other than incorporated towns and villages) in 
six South Dakota counties to Sioux City, Ia.; butter, cheese, 
livestock, and poultry feed, from Sioux City to aforementioned 
South Dakota destination points; fresh milk and cream, milk 
beverages, orange beverages, ice cream mix, from Sioux City 
to Vermillion; and empty bottles and bottle carriers, from Ver- 
million to Sioux City. 

Washington (Seattle)—-MC 105392, Sub. 1, H. O. Porter, 
contract carrier. Permit proposed. (1) Fresh fruits and vege- 
tables, in containers, from Milton and Freewater, Ore., to 
Grandview, Seattle, and Mt. Vervon, Wash., and empty fruit 
and vegetable containers and rejected shipments of fresh fruits 
and vegetables from Grandview, Seattle, and Mt. Vernon to 
Milton and Freewater, over irregular routes; and (2) frozen 
fruits and vegetables, in containers, and empty fruit and vege- 
table containers, and rejected shipments of frozen fruits and 
vegetables, between Seattle, Mt. Vernon, and Grandview, Wash., 
over irregular routes. 

Washington (Vashon)—MC 77189, Sub. 2, Therkelsen Auto 
Freight, Inc., extension. Certificate proposed. General com- 
modities, with exceptions, (1) between Tacoma, Wash., and 
Long Branch, Wash., and return over a described route, serv- 
ing specified intermediate and off-route points; and (2) between 
Tacoma and Hartstine Island, Wash., and return, over the 
aforementioned route, serving all intermediate points on the 
regular route and specified off-route points, with specified re- 
strictions. 

lowa (Hampton)—MC 44849, Sub. 2, D. D. Alderdyce, 
common carrier (formerly MC 92686). Certificate proposed, 
with conditions, on further hearing. (1) Livestock, from Hamp- 
ton, Ia., and points within 40 miles thereof, to Chicago, 710.5 
(2) steel and steel products, from points in ‘the Chicago com- 
mercial zone, and from Joliet, Waukegan, and Chicago Heights, 
Tll., to points in Iowa; (3) prepared roofing and insulating ma- 
terials, from points in the Chicago commercial zone, and from 
Joliet, Waukegan, Chicago Heights, Wilmington, and Mar- 
seilles, Ill., to points in Iowa; (4) fertilizer and animal foods, 
from points in the Chicago commercial zone and from Chicago 
Heights to points in Iowa; (5) barium carbonate, from points 
in the Chicago commercial zone to points in Iowa; (6) binder 
twine, from Chicago to points in Iowa north of U. S. highway 
6; and (7) farm machinery and implements, from Rockford 
and Rock Island, Ill., to points in five Iowa counties, over 
irregular routes. 


Massachusetts (Haverhill)—-MC 85008, Sub. 11, Leander 
G. Tait, extension. Denial of certificate proposed. Petroleum 
products, in bulk, in tank trucks, from Portsmouth and New- 
ington, N. H., to certain points in Massachusetts, and from 
Boston, Mass., to certain points in New Hampshire, over ir- 
regular routes. 


Michigan (Detroit)—-MC 105495, Edward K. Curd, Carter 
Smith and George Parchman, common carrier. Denial of cer- 
tificate proposed. Passengers and their baggage in the same 
vehicle, between Detroit, Mich., and Evansville, Ind., over a 
described route, serving all intermediate points. 

Missouri (Springfield)—-MC 62621, Sub. 5, A. W. Shepherd, 
extension. Certificate proposed, with conditions. Passengers and 
their baggage, and express, mail, and newspapers in the same 
vehicle with passengers, between Springfield and Ozark, Mo., 
over U. S. highway 65, serving all intermediate points. 

Nebraska (Cotesfield) MC 998, Sub. 3, Harry Lindsay, 
extension. Denial of certificate proposed, with recommendation 
that Commission consider granting temporary authority. Agri- 
cultural implements, agricultural machinery, and parts, and 
binder twine, from Chicago and four other Illinois points to 
points in 26 Nebraska counties, over irregular routes. 

Vermont (Lunenburg)—MC 105401, Charles Hartwell and 
Robert J. Phelps, common carrier. Certificate proposed, with 
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conditions. Passengers and their baggage, (1) between St. 
Johnsbury and Lunenburg Heights (Lunenburg, Vt.), over a 
described route, serving all intermediate points, and (2) be- 
tween specified Vermont points, and return, in the school year 


(September 5 to June 20), over a described route, serving all 
intermediate points. 


Louisiana (Alexandria) —-MC 19198, Sub. 7, Interurban 
Transportation Co., Inc., extension. Certificate proposed. Pas- 
sengers and their baggage, and mail, express, and newspapers 
in the same vehicle with passengers, between Bastrop and Lake 


Providence, La., over a described route, serving all interme- 
diate points. 


Louisiana (Alexandria) —MC 19198, Sub. 8, Interurban 
Transportation Co., Inc., extension. Certificate proposed. Pas- 
sengers and their baggage, and mail, express, and newspapers 
in the same vehicle with passengers, between Alexandria and 


Leesville, La., over a described route, serving all intermediate 
points. 


Minnesota (Meriden)—MC 27714, Sub. 1, Paul Drache, ex- 
tension. Certificate proposed. Poultry feeders and ventilating 
equipment, from Owatonna, Minn., to points in Ill., Ia., and 
Wis., over irregular routes. 


New York (New York)—MC 20314, John J. Casale, Inc., 
contract carrier. Permit proposed, with conditions. General 
commodities, with exceptions, between points in the New York 
commercial zone, on the one hand, and, on the other, points in 
10 New Jersey counties, over irregular routes, restricted to a 
service in which the applicant leased trucks with drivers to 
shippers for the exclusive transportation of their property. 


Ohio (Cleveland)—-MC 49445, Allied Motor Express, Inc., 
common carrier, embracing also Same, Sub. 3, extension. De- 
nial of certificates proposed. In MC 49445, general commodities, 
over regular and irregular routes, between points in Ind., Ky., 
Mo., N. Y., O., Pa., and W. Va. In Sub. 3, general commodities, 
with exceptions, over irregular routes, in substantially the same 
territory as in MC 49445, excluding, however, Missouri and 
certain parts of New York and Pennsylvania. 


Oregon (Burns)—MC 105167, Sub. 1, C. W. McPeak, com- 
mon carrier. Certificate proposed. Lumber and lumber prod- 
ucts, between points in Columbia and Washington counties, 
Ore., and from points in such counties to Portland, Ore., over 
irregular routes. 


Wisconsin (Kenosha)—-MC 30837, Sub. 19, Kenosha Auto 
Transport Corporation, extension, embracing also MC 52657, 
Sub. 214, Arco Auto Carriers, Inc., extension. Certificates pro- 
posed. In MC 30837, Sub. 19, new automobiles, new chassis, 
and parts thereof, in initial movements, in driveaway service, 
from Kenosha, Wis., to points in Ala., Ark., Ill., and Okla., and 
new automobiles, new chassis, new bodies, and parts thereof, 
in truckaway service, from Kenosha to points in Ia., Ky., Mo., 
Mont., Neb., N. D., Wyo. (specified area thereof), S. D., Va., 
W. Va., and Wis., over irregular routes. In MC 52657, Sub. 214, 
new automobiles, new chassis, new bodies and parts thereof, 
in initial movements, and automobile show equipment and ad- 
vertising matter, in truckaway service from Kenosha, Wis., 
to points in Neb. (other than Omaha), N. D., S. D., and Wyo. 
(specified area thereof), and new automobiles, new chassis and 
parts thereof, in initial movements, in driveaway service, from 
Kenosha to points in Ala., Ark., Del., Fla., Ga., Kan., Md., 
mer m. C: NN. D: N.Y. No J. Oem. Pa, Ss. C., S. D:, Va., 
W. Va., and Wis. (other than Milwaukee), and the District of 
Columbia, over irregular routes. 


Florida (Jacksonville)—-MC 75651, Sub. 8, R. C. Motor 
Lines, Inc., extension. Denial of certificate proposed. General 
commodities, with exceptions, between Baltimore, Md., and 
New York, N. Y., over several routes serving specified inter- 
mediate and off-route points, restricted to shipments originating 


at or destined to points south of, but not including Peters- 
burg, Va. 


OHIO RIVER SAND CO. AUTHORITY 


Examiners F. M. Weaver and John Davey, in W-254, Ohio 
River Sand Co., Inc., Application, have recommended that the 
Commission find that the applicant, Ohio River Sand Co., Inc., 
Louisville, Ky., has been engaged in operations not subject to 
part III of the interstate commerce act, and that the applica- 
tion be dismissed. Since and prior to the “grandfather” date, 
said the examiners, the applicant’s services, except for two 
isolated instances, have been harbor or interharbor transporta- 
tion, hauling not more than three bulk commodities in any one 
tow by water, or chartering its equipment to other water car- 
riers. The applicant’s transportation services, continued the 
examiners, would be exempt under the act and would require 
no permit from the Commission. 


TRAFFIC WORLD 


Explosives Regulations 


The Commission has issued a notice in No. 36666, In the 
Matter of Regulations for Transportation of Explosives and 
Other Dangerous Articlés listing a number of proposed changes 
in its regulations about which, it says, the interested parties 
have reached substantial agreement, with one exception—a 
proposed rewording of section 589 (j). 

The Commission requires any one desiring to be heard on 
any of the proposed amendments to advise it in writing within 
20 days of May 10. Otherwise, it says, it may proceed to in- 
vestigate and determine the matters involved in the applica- 
tions, or may suspend action pending formal hearing, it having 
been proposed that the applications be disposed of by modified 
procedure. 


As to action in connecvion with section 589, the notice says: 


Under date of August 30, 1944, the Commission distributed a notice 
of proposed amendments to the above-entitled regulations applicable to 
section 589 concerning the handling of placarded railroad cars and re- 
quested that any party desiring to be heard on any of the proposed 
amendments advise the Commission within 30 days from the date of 
the notice. 

Substantial agreement has been obtained among the interested 
parties in connection with the revision, rearrangement, and clarifica- 
tion of section 589, with one exception, section 589(j). 

Chief Inspector H. A. Campbell of the Bureau of Explosives, advises 
that he is still of the opinion that cars of explosives, when moved in 
trains made up into blocks o1 classifications, should be placed near the 
middle of the block or classification, and that cars of explosives should 
not be bunched in the center of the train. He is further of the opinion 
that it is safer to perform the necessary switching and placing of cars 
of explosives at a railroad yard than to have it performed by the train 
crew at destination. He also thinks that there is doubt as to the safest 
location for cars of explosives in trains as their records do not show 
that any particular place in a train is safer than another. 

Due to the fact that agreemrnent has not been reached through in- 
formal conferences and correspondence on this proposal, it is requested 
that comments be submitted on the above proposal of the Bureau of 
Explosives as it appears that a formal hearing will probably be neces- 
sary to consider this particular provision. 


Grain Car Service Order 


Effective May 8, the Commission, division 3, has issued 
amendment No. 1 to service order No. 304, Permit Required 
for Carload Grain (see Traffic World, April 28, p. 1121, and 
May 5, p. 1164), changing the description of southwest and 
central permit areas to read as follows: 


Southwest Permit Area—(Permit Agent Sindel) 

Origin: All stations in the states of Nebraska, Missouri, Kansas, 
Wyoming, Colorado, Oklahoma, New Mexico and Texas, also Council 
Bluffs, Sioux City, Iowa, East St. Louis, Granite City, Cairo, Ill. 

Destination: All stations east of the west bank of Lake Michigan, 
east of the Chicago switching district and the Illinois-Indiana state line 
thence stations on and east of the Ohio-Mississippi rivers to New Or- 
leans, La., except New Orleans for export, and except Cairo, Ill. 

Central Permit Area—(Permit Agent Fisher) 

Origin: All stations in the states of Iowa, Illinois (including the 
entire Chicago switching district), and Wisconsin, except Superior, 
East End, and Itasca, Wis., Council Bluffs, Sioux City, Iowa, East St. 


Louis, Granite City, Ill., Indianapolis, Lawrenceburg, Ind., Cincinnati, 
O., and Louisville, Ky. 


Destination: All stations east of the west bank of Lake Michigan, 
east of the Chicago switching district and the Illinois-Indiana state 
line thence stations on and east of the Ohio-Mississippi rivers to New 
Orleans, La., except New Orleans for export, and except Indianapolis, 
Lawrenceburg, Ind., Cincinnati, O., and Louisville, Ky. 


The effect of the amendment is to add Cairo, Ill., to origin 
points in the southwest permit area and to except Cairo in 
the destination territory for that area; to add to the origin 
exceptions in the central permit area Indianapolis and Law- 
renceburg, Ind., Cincinnati, and Louisville; and to add those 
cities to the exceptions in the destination territory for the 
central permit area. 

By Amendment No. 2. To service order No. 304, effective 
May 11, the Commission, Division 3, has included Indianapolis 
and Lawrenceburg, Ind., Cincinnati and Louisville in the origin 
territory for the central permit area, to correct an error in 
amendment No. 1 by which those four cities were included in 
the exceptions under the central permit area origin territory. 


Traffic Routing Order 


Effective May 12, at 12:01 a. m., the Commission, division 3, 
has issued amendment No. 2 to service order No. 99, governing 
the routing of transcontinental traffic. The amendment, it was 
explained at the offices of the Commission’s Bureau of Service, 
broadened the authority of the Commission’s agent, W. F. Kirk, 
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208 South LaSalle St., Chicago, Ill., who, in the original order, 
was authorized to divert or reroute transcontinental carload 
traffic (see Traffic World, Feb. 6, 1943, p. 323). 

Pertinent portions of the amendment follow: 


It is ordered, that: 

Service Order No. 99 (8 F. R. 1652) of February 3, 1943, as amended 
January 20, 1944, (9 F. R. 853), be, and it is hereby, further amended by 
substituting the following paragraph for paragraph (a)(1). 

It is ordered, that: 

Authority of W. F. Kirk to Divert and Reroute Carload Freight 
Traffic Broadened. The authority of W. F. Kirk, 208 So. LaSalle Street, 
Chicago, Ill., heretofore designated and appointed as agent of the Inter- 
state Commerce Commission to divert and reroute transcontinental 
carload freight traffic is hereby broadened to include the authority to 
divert and reroute al caroad freight traffic and empty freight cars, ex- 
cept traffic of the War Department moving under symbols MTX, MI, or 
GS as provided in amendment No. 1 to this order, from the lines of any 
railroad or railroads subject to the interstate commerce act, which in 
his opinion cannot currently accept and move such traffic or empty cars, 
over the line or lines of any other railroad or railroads less congested 
which are more able to handle the traffic or empty cars, in the territory 
on or west of the following line: the west bank of Lake Michigan, the 
Illinois-Indiana state line, thence the west bank of the Ohio and Mis- 
sissippi rivers to the Gulf of Mexico. Such. rerouting or diversion shall 
be made regardless of the routing shown on the bill of lading designated 
by either shipper or carrier. Such diversion or rerouting shall be made 
by said agent either at point of origin or as soon as possible after the 
shipment has left the point of origin. 


Potato, Watermelon Order 


Acting to relieve congestion in railroad yards caused by 
the holding of cars of potatoes and watermelons for orders, 
reconsignment or diversion at various southeastern seaboard 
points, the Commission, division 3, has issued service order No. 
305, Restrictions on Holding Potatoes and Watermelons for 
Orders, effective May 14, at 12:01 a. m., to July 15, at 11:59 
p.m. Such holding of cars, the division said, impeded or dimin- 
ished their use, control, supply, movement, distribution, ex- 
change, interchange, and return, and an emergency existed re- 
quiring immediate action to prevention congestion and a short- 
age of equipment. 

Pertinent portions of the order follow: 


It is ordered, that: 

(A) Potatoes and watermelons—restriction on holding cars for or- 
ders, reconsignment or diversion. No common carrier by railroad sub- 
ject to the interstate commerce act shall hold for orders, reconsign- 
ment or diversion any railroad freight car or refrigerator car, loaded 
with potatoes or watermelons, at any point or points in the states of 
Florida, Georgia, North Carolina, South Carolina, and Virginia, on the 
Atlantic Coast Line Railroad Co., The Chesapeake & Ohio Railway Co., 
Norfolk & Western Railway Co., Norfolk Southern Railroad Co. (Morris 
S. Hawkins and L. H. Windholz, Receivers), Richmond, Fredericks- 
burg & Potomac Railroad Co., Seaborn Air Line Railway Co. (L. R. 
Powell, Jr., and Henry W. Anderson, receivers), Southern Railway Co., 
The Virginian Railway Co., and Winston-Salem Southbound Railway Co. 

(B) Application. The provisions of this~order shall apply only to 
shipments billed on and after the effective date of this order which orig- 
inate in the states listed in paragraph (A), except that when a shipment 
has been unloaded under a transit arrangement the provisions of this 
order shall apply to such shipment if billed at the transit point on or 
after the effective date of this order. 


The Commission has issued a corrected service order No. 
305, Restrictions on Holding Potatoes and Watermelons for 
Orders. It was explained at the offices of the Commission’s 
Bureau of Service that the purpose of the correction was to 
state the name of Norfolk Southern Railway Co., in place of 
the name Norfolk Southern Railroad Co. (Morris S. Hawkins 
and L. H. Windholz, Receivers). That railroad, said the bureau, 
was no longer in receivership. 


POTATO, CABBAGE, ICING ORDERS 


Under revised service order No. 300, Icing Restrictions on 
Potatoes, Director Clinger, of the Commission’s Bureau of 
Service, has issued general permit No. 4, effective May 3, 
through June 30, permitting railroads: 


To disregard the provisions of Revised Service Order No. 300 inso- 
far as it applies to the furnishing of refrigeration on any refrigerator 
car loaded with a mixed shipment of potatoes and other vegetables pro- 
vided the potatoes in such car comprise not more than fifty per cent 
(50 per cent) of the tariff minimum weight applicable on the potatoes, 


and further provided the waybills shall show reference to this general 
permit. 


Director Clinger also has issued second amended general 
permit No. 1, under revised service order No. 300, Icing Re- 
strictions on Potatoes. Effective May 5, through June 30, the 
general permit grants permission to railroads as follows: 


On any refrigerator car loaded with potatoes originating at any 
point in Alabama or in Escambia county, Florida, to provide the first 
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or initial icing at an icing station not beyond Atlanta, Ga., or Jackson, 
Memphis or Nashville, Tenn., and to reice once in transit to full bunker 
capacity at a regular icing station enroute beyond the station where 
car was initially iced. 


FLORIDA CITRUS FRUIT ORDER 

The Commission, division 3, has issued service order 
No. 262-A, effective May 9, vacating service order No. 262, 
Refrigeration Restrictions on Citrus from Florida, that pro- 
hibited railroads, after the first or initial icing, from reicing 
a refrigerator car or cars loaded with citrus fruits originating 
at any point or points in Florida, except under special or 
general permits issued by the Commission’s Bureau of Service 
(see Traffic World, Dec. 23, 1944, p. 1644). Service order No. 
262 was originally designated to expire September 1. It was 
explained at the Bureau of Service offices that the citrus fruit 
crop was nearing an end, the fruit was old and soft and needed 
icing, there was now enough ice on hand to take care of it, 
and the heavy movement had abated. 


GRAIN MOVEMENT PERMIT ORDER 

I. M. Herndon, assistant manager, transportation, Chicago 
Board of Trade, Chicago, Ill., has been appointed alternate 
agent of the Commission to issue permits for the movement of 
grain at the Chicago market, under the terms of service order 
No. 80, providing for appointment of agents to issue permits 
for grain movement in designated marketing areas. The ap- 
pointment was made by amendment No. 29 to service order 
No. 80, effective May 14. 


COAL CAR SERVICE ORDERS 


Under service orders Nos. 306 and 307, effective May 9, 
through July 9, the Commission, division 3, has directed, re- 
spectively, the Pennsylvania railroad not to furnish, supply or 
place coal cars at William Penn breaker, Shenandoah, Pa., 
for loading anthracite coal produced by William Penn Colliery 
Co., and the Central Railroad of New Jersey not to furnish, 
supply, or place coal cars at Ridgewood breaker, Union Junc- 
tion, Pa., for loading with anthracite coal produced by Duryea 
Anthracite Co. 

The division said the actions were taken at the request 
of the Office of Defense Transportation and the Solid Fuels 
Administration for War. The latter agency, said the division, 
had prohibited shipments of anthracite with an ash content 
exceeding that prescribed in & F. A. W. regulation No. 9 
(8 F. R. 15560) produced at the breakers in question, and had 
advised that it would direct retail dealers not to receive coal 
from those mines with an ash content in excess of that pre- 
scribed. That action, said the division, would result in detention 
of cars at destination for unloading or other disposition and 
in a waste of cars and transportation. To prevent such a 
result, the division said, the service orders were entered. 


CARRIER CORPORATE NAMES LIST 


The Commission’s Section on Tariffs, Bureau of Traffic, 
has issued supplement No. 52 to list No. 3 of corporate names 
of common carriers, embracing carriers by rail (including ex- 
press), water, or pipe line (including names of their receivers 
or trustees, if any), that have filed tariffs, concurrences, or 
powers of attorney with the Commission. The list, said the sec- 
tion, was compiled from the Commission’s records as of May 1. 
It was explained at the Commission’s offices that supplement 
No. 52 canceled supplement No. 51 and that supplements Nos. 
38 and 52 contained all changes in the names of the carriers. 


INDEX OF VALUATION REPORTS 
The Commission’s Bureau of Valuation has prepared an 
index of valuation reports of the Commission on railroads and 
pipe lines, showing the name of the company, valuation docket 
number, volume where reported, and page number. The bureau 


says the reports cited embrace the operating companies and 
any lessors involved. 


SOYBEANS TO WEST 


Argument was heard, May 9, by the entire Commission 
in No. 28922, California Cotton Oil Corporation et al. vs. Alton 
Railroad Co., et al., and No. 29150, Albers Milling Co. vs. 
Alton Railroad Co., et al., involving rates on soya beans, in 
the first named proceeding, milled in transit at certain Cali- 
fornia points, and, in the second proceeding, shipped from 
origin points in Illinois and Iowa to the complainant’s mill at 
Oakland, Calif., processed at Oakland, and the resulting soya 
bean meal shipped to Los Angeles. 

L. H. Stewart, attorney, appeared for the complainants 
in No. 28922; C. S. Connolly for the complainants in 29150, 
which was also the intervenor in No. 28922; C. L. Bruno, for 
Spencer Kellogg & Sons; James K. Knudson for the U. S. 
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Department of Agriculture, and William Meinhold, for the 
defendants. 


Middle Atlantic Rate Rise 


The Secretary of War, the Price Administrator and the 
Economic Stabilization Director, and the Secretary of Agricul- 
ture and the War Food Administrator, have asked the Com- 
mission to suspend certain tariff items published by Middle 
Atlantic States Motor Carrier Conference to become effective 
May 14. These items, it was explained, proposed flat increases 
in rates of 2% cents and one cent a 100 pounds on all less-than- 
truckload and truckload shipments, respectively. 

“The conference attempts to justify the increases on the 
ground that the carriers need added revenues, and points out 
that the proposal has resulted from conferences and agreements 
with shippers,” said the Price Administrator. “The proposed 
increases of rates are similar to those placed in effect in New 
England over protestant’s objection and without hearing, and 
will be followed by similar proposals from other territories on 
a nation-wide scale.” 

Increase of motor rates now in effect in New England, 
continued the administrator, would substantially raise the costs 
of production and merchandising, and, if spread throughout the 
country, the added costs would run into many millions of 
dollars. 

“Some of these increases will be passed directly to con- 
sumers; others will increase costs which in turn will lead to- 
ward price increases,” the administrator added. 

Undoubtedly, continued the administrator, a substantial 
number of the common carriers parties to these tariffs were 
amply able to absorb increased operating costs without impair- 
ing their financial integrity. 

In the list of protested items, headed by Supplement No. 9 
to MF-I. C. C. No. A-76, were 30 items. 

The Secretary of War said the War Department shipped 
a substantial volume of traffic by motor carriers that would be 
subject to the proposed increases. The total tonnage of such 
traffic, intrastate and interstate, said the Secretary, approxi- 
mated 266,142,000 pounds in January, 1945, and 229,948,000 
pounds in February. 

“It is estimated that 146,700,873 pounds of .the January 
tonnage and 126,750,338 pounds of the February tonnage would 
have been subject to the proposed increase of one cent per 100 
pounds and that the remainder .of the tonnage would have been 
subject to the proposed increase of 2% cents per 100 pounds if 
the increases had been in effect and applicable to both intra- 
state and interstate shipments,” said the Secretary of War. 
“Based on these figures, the pending proposal would have re- 
sulted in increased transportation charges to the War Depart- 
ment if approximately $44,530 on the January tonnage and 
$38,474 on the February tonnage.” 

In their protest the Secretary of Agriculture and War Food 
Administrator, among other things, declared that one of the 
glaring weaknesses in the regulation of motor carriers was that 
their methods of reporting and the rules governing the methods 
did not afford an adequate basis on which to make rate adjust- 
a for all carriers in any given territory. Continuing, they 
said: 

It was principally in deference to this shortcoming that the Com- 
mission instituted I. and S. M-2222 and M-2247 proceedings. We see no 
reason for the Commission to refuse to undertake the same measure of 
responsibility as regards the instant proposals. The question as to 
whether present advantages are such as to justify a general increase 
in rates can only be determined after a hearing. Ex parte representa- 
tions made by representatives of the Middle Atlantic States Motor 


Carrier Conference cannot possibly depict for the Commission a true 
analysis of the entire situation. 


Water Carrier Contract Filing 


Briefs in support of, and one brief opposing, exercise of the 
discretionary authority of the Commission to require filing of 
contracts by contract carriers by water have been filed with 
the Commission in Ex Parte No. 161, Filing of Contracts by 
Contract Carriers by Water. The Association of American 
Railroads has already gone on record as saying that the filing 
of —_ contracts should be required (see Traffic World, May 5, 
p. 1166). 

The Mississippi Valley Barge Line Co. said the provision of 
306(e) of the interstate commerce act required that schedules 
of such carriers must disclose the bases “actually maintained 
and charge.” This was the real fountainhead of the type of 
administration that would best protect all carriers, including 
contract carriers, it said, adding that “if its enforcement re- 
quires the filing of contracts or if it will be materially aided 
thereby, there could be no valid objection to such filing if the 
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present limitations on publicity are maintained, as they 
should be.” 

The Mississippi Valley brief was adopted by Agwilines, Inc. 
(Clyde-Mallory Lines); the Bull Steamship Line; Pan-Atlantic 
Steamship Corporation; Seatrain Lines, Inc.; and Southern 
Steamship Co. : 

The National Water Carriers Association, Inc., representing 
about 60 carriers, both common and contract, operating tugs 
and barges along the Atlantic Coast and tributary waters, said 
those carriers had no objection to the filing of such contracts, 
but observed that there were certain problems affecting the 
smaller type of water carrier who, it said, were only gradually 
becoming accustomed to regulation. The association asked that 
the Commission, if it concluded the filing of contracts was nec- 
essary, issue rules and regulations first in proposed form, so as 
to permit any interested parties to comment thereon, making 
suggestions and recommendations. 

Atwacoal Transportation Co. and Fall River Navigation Co. 
opposed the issuance of such a ruling, asking the Commission 
to refrain from exercising its power to require the filing of con- 
tracts, charters, or other agreements between contract carriers 
by water and any other carrier or person. The operations of 
the companies named, the brief said, made it impossible for 
them to file copies of contracts or other agreements “due to 
the fluctuating arrangements existing between those carriers 
and their shippers.” Citing the various types of agreements 
under which the two companies transport general commodities 
in lots of 500 tons or more for not more than three shippers on 
any one voyage, the companies said their service was “quite 
different and distinct from the services of a contract carrier by 
motor vehicle.”” The Commission’s action requiring contract 
carriers by motor vehicle to file contracts was not a precedent 
or standard to be followed in the instant proceeding, they said, 
observing that the Commission had recognized the inherent dif- 
ferences in the services of the two types of carriers. 

“No good purpose can be served in requiring water carriers 
to file copies of contracts or agreements with the Commission,” 
they said. “The schedule of minimum rates on file with the 
Commission is sufficient assurance that contracts or agreements 
executed by water carriers will not be at variance with the 
minimum rate published in their schedules.” After quoting the 
provision of 306(e), they said “the schedule of minimum rates 
must of necessity, therefore, reflect the actual charges of a 
water carrier, and prohibits the publication of a paper or ficti- 
tious rate.” 

The limitations on publicity, referred to by Mississippi 
Valley, were quoted as being that ‘the Commission shall not, 
however, make public any contract, agreement, or arrangement 
between a contract carrier and a shipper, or any of the terms 
or conditions thereof, except as a part of the record in a formal 
proceeding where it considers such action consistent with the 
public interest.” 


Craig Trucking Rights 


Charging that division 5 of the Commission had “used a 
stricter and harsher test than in other motor vehicle cases,” and 
that the division had, in some instances, adopted verbatim the 
digest of shipper testimony given by the examiner, but that 
“in other instances a close reading discloses that important 
changes have been made which we believe are not. reflected in 
the record,” the applicant in MC 55811, Sub. 2, Craig Trucking, 
Inc., Common Carrier Application, Extension, has asked the 
Commission to reconsider and to set aside the order of the 
division denying the application. 

The applicant said it became “apparent why these changes 
were made,” because they were necessary to support a statement 
in the report of the division to the effect that lack of equipment 
due to war conditions had caused failure in the service of com- 
peting carriers in the involved territory. Craig Trucking said 
the evidence showed that there was a lack of adequate 
transportation facilities before the war, and now, and further 
that the shippers anticipated that such lack of adequate trans- 
portation would continue after the present emergency. 

In connection with its charge that a “stricter and harsher 
test” had been applied in its case, the applicant quoted the 
division’s report to the effect that ‘necessity does not exist 
unless the inconvenience would be so great as to amount to an 
unreasonable burden on the community,” and added that the 
division had set up a new standard directly in conflict with the 
statement that “necessity must be somewhat liberally con- 
strued” as set out in Pan-American Bus Lines Operation, 1 
M. C. C. 202, and Minneapolis Van & Warehouse Co. Common 
Carrier Application, 6 M. C. C. 477. 

Observing that its original “grandfather” application had 
been used by the Commission as a test case for the determina- 
tion of the distinctions between common and contract carriage, 
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the applicant said the extent and nature of its operating rights 
was over-shadowed by the issue of the distinction. It said the 
authority it sought was for the transportation of property as a 
common carrier (it having been determined to be a common car- 
rier in the original proceeding) over irregular routes, including 
request for authority to transport commodities generally, with 
the usual exceptions, between Muncie, Ind., and points within 
60 miles thereof in Indiana, and points and places in Michigan, 
Tllinois, Ohio, Louisville, and Covington, Ky., St. Louis, Mo., 
Pittsburgh, Pa., and points within 10 miles thereof. The appli- 
cation also asked authority to transport foodstuffs and articles 
generally sold in grocery stores, and glass items, between cer- 
tain specific points of origin and points and places in the con- 
sidered territory. 

The applicant also denied that evidence of protesting carriers 
showed they would suffer loss of business if the rights were 


granted, quoting from the transcript in support of its conten- 
tion. 


Federal Barge Complaint 


Division 2 of the Commission heard argument May 10 in 
No. 29078, Inland Waterways Corporation, Operating Federal 
Barge Lines vs. Southern Railway Co., et al., in which Ex- 
aminers G. H. Mattingly and E. L. Valentine recommended 
that the Commission find that storage in transit arrangements 
at points on the defendants’ railroads in connection with rates 
on imported refined sugar, in carloads, from Mobile, Ala., and 
New Orleans and Port Chalmette, La., to destinations in 
Southern Classification Territory, be found unreasonable and 
discriminatory as between barge lines and connecting rail 
carriers (see Traffic World, Feb. 10, p. 328). 

James K. Knudson, representing the Commodity Credit 
Corporation, C. R. Hillyer, for the Savannah Sugar Refining 
Corporation, and L. D. Oliver, for the defendant railroads, 
called attention to the fact that the proposed report of the 
examiners was based on an abnormal situation. Mr. Hillyer 
said it was significant that no sugar refiner was before the 
Commission asking for any change in the rules. Mr. Knudson 
said the Commodity Credit Corporation was supporting the 
railroads because of the present situation, adding that, in 
normal times, sugar should flow freely over all forms of 
transportation. 

Nuel D. Belnap, Harry C. Ames and Frederick E. Brown, 
represented the complainant government barge line in con- 
tending that the examiners’ report should be adopted. Mr. 
Belnap, at one point, said the storage in transit rule was part 
of a “deliberate program to impose transit restrictions, and 
any other kind of restrictions they can lay their hands on, 
in the hope that they will destroy that form (water) of trans- 
portation.” 


F. E. C. REORGANIZATION 
The Commission has set May 29 as the date for argu- 
ment, at Washington, D. C., on petitions filed by parties to 
Finance No. 13170, Florida East Coast Railway Co. Reorgani- 
zation for modification of the modified plan for the reorganiza- 
tion of the road (see Traffic World, March 17, p. 647). 

_ Extensive modifications of the plan-set forth in the Commis- 
sion’s second supplemental report was requested by the parties 
involving, among other things, a proposal that 60 per cent of a 
total of $6,000,000 in common stock proposed to be issued by 
the reorganized company be sold to the Atlantic Coast Line 
at par, $100 a share, with the proceeds to be distributed to the 
first and refunding bondholders. Under the proposal, A. C. L. 
would obtain control of the reorganized company. Other sug- 
gested modifications would change the total capitalization of the 
company and the amount of bonds to be issued. 


I. C. C. APPROPRIATION 


President Truman has signed H. R. 1984, the independent 
Offices appropriation bill carrying money for the work of the 


Commission for the year beginning July 1 (see Traffic World, 
April 28, p: 1102). 


oO. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
appointment of Earle E. McCarty, of Los Angeles, Calif., as 
assistant director of its railway transport department, effective 
May 1. Mr. McCarty, said O. D. T., entered its employ on loan 
from: the Santa Fe railway, having been general manager of 
that system’s coast lines. His appointment, O. D. T. continued, 
was a recognition of the necessity of concentrating attention on 
the sreatly increased railroad activity on the west coast that 
had resulted from the shifting of the war effort to the Pacific. 

r. McCarty had spent his entire railroad career with the 
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Santa Fe, said O. D. T., adding that he had been manager of 
the coast line since July 1, 1939. 

The Office of Defense Transportation has announced the 
reappointment of Charles E. V. Prins as director of information. 
Charles V. Warren, who has been serving as acting director, 
was named assistant director. : 

Director Johnson, of the O. D. T., said he had requested 
Mr. Prins, who recently resigned to enter private industry, to 
reconsider his resignation in view of the need for maintaining 
a full and experienced staff during the continuing transportation 
crisis and until victory in the war with Japan assured trans- 
portation relief. 

Director Johnson commended Mr. Warren for his excellent 
handling of the information division in Mr. Prins’ absence. As 
assistant director, Mr. Warren will be in charge of the develop- 
ment and promotion of various programs connected with post 
V-E Day transportation problems. 


Lifting of Ban on Races 


After Director Vinson, of the Office of War Mobilization 
and Reconversion, had announced, May 9, the lifting of the 
ban on horse races and dog races, effective immediately, the 
Office of Defense Transportation issued an announcement of 
the suspension of restrictions on the motor vehicle and rail 
transportation of race horses and dogs to and from race tracks. 

It was explained that the actions taken did not affect other 
transportation policies or orders in effect at the time the 
racing ban was issued on December 30, 1944 (see Traffic World, 
Jan. 6, p. 31). The O. D. T. said that these orders included 
prohibition against the use of special trains, extra sections on 
regularly scheduled trains or the use of charter or special 
buses to or from race tracks. 

The actions relaxing restrictions on the transportation of 
horses and dogs, O. D. T. said, were taken in suspension order 
O. D. T. 14A-1 and in revocation of the Commission’s service 
order No. 271. 

The suspension order, it was explained, eliminated the re- 
striction on the motor-vehicle transportation of horses and 
dogs to or from race tracks and revocation of the Commission’s 
service order lifted the restriction on the rail transportation 
of these racing animals. ~ 

The O. D. T. emphasized that the ban on automobile and 
other motor-vehicle racing, in effect since July 31, 1942, 
remained. 

Service order No. 271-A, effective May 9, vacates service 
order No. 271, prohibiting the shipment of horses or dogs, 
used or usable for racing, without a permit. 


Freight Car Construction 


The War Production Board has reported that its railroad 
car builders industry advisory committee, by a 6 to 5 vote, has 
recommended immediate revocation of W. P. B.’s general lim- 
itation order L-97a, controlling the production and delivery of 
new freight cars. 

According to the W. P. B. announcement, D. W. Odiorne, 
chief of the motive power and rolling stock section of the 
W. P. B. transportation equipment division, informed the com- 
mittee that third quarter materials requirements for Office of 
Defense Transportation freight cars were for about 227,000 tons 
of carbon steel, and that a decision on the quantity to be al- 
lotted by the W. P. B. would be made soon. 

Domestic freight cars now scheduled for the third quarter 
of 1945 totaled 11,083 and, for the fourth quarter, 10,172, the 
W. P. B. said. It stated that O. D. T. officials had reported 
that about 30,000 domestic freight cars would be required in 
1946, and that Foreign Economic Administration representa- 
tives had told the committee that about 98,000 additional cars 
would be required for export in 1946, including 38,250 now 
being procured for France. The F. E. A. estimated requirements 
for other countries as follows Belgium, 6,000 cars; India, 6,000: 
Italy, 4,250; Netherlands, 25,000; Yugoslavia, 11,140; Mexico, 
700; Argentina, 1,000; Chile, 1,250; Brazil, 2,000, and “possibly 
anohter 19,400 for France.” The W. P. B. reported that army 
representatives said the army program for freight cars in 1946 
would be “very modest.” Continuing, it said: 


Mr. Odiorne informed the committee that the O. D. T. has recently 
requested the W. P. B. to allocate materials immediately for the con- 
struction of passenger cars at the rate of 250 a quarter. He said that 
the materials prospects for limited passenger car building in the third 
quarter of 1945 were good with the possible exception of stainless steel. 
However, Mr. Odiorne said, there might be some difficulty in obtaining 
components immediately but these should be forthcoming in time to 
permit delivery of cars to start late in 1945. 

Mr. Odiorne informed the committee that freight car production 
during the last several months has been very disappointing. He said 
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that deliveries of domestic freight cars in the last four months were 
as follows: January, 4,353; February, 4,024; March, 4,842, and April, 
3,495, leaving a carry-over as of May 1 of 4,823 cars. 

Members of the committee attributed the lag in production to man- 
power difficulties, primarily absenteeism and work stoppages. 

As a result of this lag, the committee was told, W. P. B. Chairman 
Krug has appointed a task committee to see what could be done to 
overcome the difficulties. , 

Members of the committee are: F. B. Robins, director of the trans- 
portation equipment division, chairman; Norman W. Foy, consultant to 
Mr. Krug; John C. Houston, director of the urgency rating division; 
Frank J. Sette, director of the bureau of transportation and storage; 
Mr. Odiorne; C. D. Young, deputy director of O. D. T., and Joseph G. 
Dahlam, O. D. T. chief of mechanical operations. 


CONTAINERBOARD ORDER 


Containerboard, as defined under Order M-290, including 
solid and corrugated fiber sheets, used in the manufacture of 
fiber containers and boxes, has been placed on the national pro- 
duction urgency list, the War Production Board says. This 
means that manufacturers of this type of paperboard are en- 
titled to the highest urgency ratings when seeking to replace 
labor losses or to increase the number of employes for addi- 
tional production. 

Besides containerboard, sulphate wood pulp, for which there 
is a current high demand in paper and paperboard production, 
container veneer and steel strapping were added to the pro- 
duction urgency list. 

These products and materials are urgently needed to meet 
the increasing packaging demands of the army, navy and essen- 
tial industries, according to Benton R. Cancell, director of the 
W. P. B. Forest Products Bureau, who added: 


The inclusion of these items on the national production urgency 
list will enable manufacturers to seek and obtain higher urgency and 
priority ratings as well as higher manpower ceilings. This, in turn, 
will aid manufacturers materially in increasing the production of con- 
tainerboard and certain other forest products sorely needed in the 
war effort. It should prove effective in transferring a number of workers 
from non-war employment to critical war jobs. 

The Forest Products Bureau is advising manufacturers and members 
of the industry affected by the additions of the production urgency list 
as to procedure in seeking additional employes and on related problems. 





TRUCK OPERATION BY VETERANS 


The Office of Defense Transportation has issued a general 
order and a statement of policy outlining the extent of pref- 
erence that may be granted World War II veterans in applying 
for certificates of war necessity for the operation of commer- 
cial motor vehicles. In its announcement, the O. D. T. said, 
in part: 


The order, General Order O. D. T. 50, effective May 11, applies to 
the issuance of certificates of war necessity to veterans for the opera- 
tion of trucks. The statement of policy includes the conditions under 
which certificates of war necessity may be issued veterans for the opera- 
tion of taxicabs. 

The policy statement also points out that the allocation of new 
commercial motor vehicles must continue to be carefully screened and 
that no preference can be granted to veterans desiring to acquire new 
property or passenger carrying commercial motor vehicles. 

The general order is issued to further the national policy expressed 
in the servicemen’s readjustment act of 1944. 

The order provides that any World War II veteran may apply for 
and receive from the O, D. T. a non-transferable certificate of war 
necessity for one truck for use by him in the furtherance of a business 
or activity owned, operated or controlled by him exclusively when it 
appears that the issuance of the certificate will not adversely affect 
the war effort or the maintenance of essential civilian economy. 

The war veteran will not be required to show, as is the case with 
non-veterans, that the proposed operation is necessary to the war effort 
or the maintenance of essential civilian economy. Where the operation 
may only be carried on under the authority of a franchise or license 
issued by municipal, state, or federal authorities, the certificate will 
not be issued until such franchise or license is obtained. 


0. D. T. CONSERVATION ORDERS 


The Office of Defense Transportation has issued additional 
supplemental orders authorizing coordinated operations of car- 
riers in designated areas or between designated points, as 
follows: 

O. D. T. 3, Rev. 654, in Tennessee and Virginia; O. D. T. 
3, Rev. 661, in Alabama; O. D. T. 3, Rev. 668; Sioux Falls, 
Colton and Chester, S. D.; O. D. T. 3, Rev. 668, Jacksonville 
and Carrollton, Ill.; O. D. T. 3, Rev. 671, in Florida; O. D. T. 3, 
Rev. 672, Atlanta and Augusta, Ga.; O. D. T. 3, Rev. 673, in 
Wisconsin; O. D. T. 3, Rev. 674, in Missouri, Illinois and Wis- 
consin; O. D. T. 3, Rev. 655, Portland, Ore., and Seattle, Wash.; 
O. D. T. 3, Rev. 692, Chicago, Ill., and Indiana; O. D. T. 3, Rev. 
696, in Virginia; O. D. T. 3, Rev. 697, in Alabama; O. D. T. 3, 
Rev. 698, Chicago, Ill., and Fort Wayne, Ind.; O. D. T. 3, Rev. 
699, Chicago, Ill., and Logansport, Ind. 

By amendment No, 1 to its supplemental order O. D. T. 
6A-86, the O. D. T. has eliminated Tri-State Motor Transport, 
of Joplin, Mo., as a carrier subject to the supplemental order, 
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covering coordinated motor operations in the Tulsa, Okla., area, 
and has substituted Breeding Motor Freight Lines, of Muskogee, 
Okla., for the eliminated carrier. 


Oo. D. T. APPEAL DECISIONS 


Director Johnson, of the Office of Defense Transportation, 
has affirmed the action of O. D. T. field officials in denying the 
following applications: 


No, 121, L. D. Berry, dba Bus Terminal Taxi Service, Griffin, Ga., 
for authorization to inaugurate new taxicab service at Griffin. 
No. 123, S. T. Brown, Cookeville, Tenn., for authorization to trans- 
an a two-vehicle taxicab service from Tullahoma, Tenn., to Cookeville, 
enn. 


oO. D. T. EXPEDITING ORDER 


The Office of Defense Transportation has issued its special 
order O. D. T. E-16, to expedite collection and delivery of 
line-haul shipments in the Sacramento, Calif., area. 


RAIL FOR MOTOR SERVICE 


Director Johnson, of the Office of Defense Transportation, 
has issued O. D. T. certificate S-11, finding and certifying that 
the substitution of rail transportation for that of motor common 
carrier from San Francisco, Oakland, Alameda, San Leandro, 
Richmond, Bates, or Stege, Calif., to Tacoma, Wash., by Con- 
solidated Freightways, Inc., a motor common carrier, will not 
adversely affect the transportation of freight by railroad and 
will aid in conserving motor carrier transportation facilities. 





BUS SUBSTITUTION ORDERS 


By its supplemental order O. D. T. 2-14, the Office of 
Defense Transportation has granted authority to the Public 
Utilities Commission at San Francisco, Calif., to substitute 
motor bus service for street railway service between designated 
points in San Francisco. 

By its supplemental order O. D. T. 2-15, the O. D. T. has 
granted an application of the Co-operative Transit Co., for 
substitution of motor bus service for its street railway service 
between a designated point in Bridgeport, O., and Shadyside, O., 
through Bellaire, O., the bus service to be operated by The 
Co-Operative Bus Co., subsidiary of the applicant. 


Johnson on War with Japan 


Director Johnson, of the Office of Defense Transportation, 
May 8, urged all branches of the transportation industry and 
all O. D. T. employes to direct their full energies to the speedy 
defeat of Japan. Said the O. D. T. director: 

“So far as the General Staff is concerned, V-E Day simply 
marks the completion of one part of the over-all military task. 
These leaders who have so brilliantly concluded the first phase 
of total victory know that the job ahead is not an easy one and 
will require more blood and sweat and tears. 

“Transportation has performed brilliantly and must con- 
tinue with no less brilliance through the second phase of the 
war which, in many respects, is more complicated and difficult 
than the first. Millions of men and the cargo of thousands of 
ships already transported to Europe must again be transported 
and this time across the continent to their destination and mis- 
sion in the far Pacific. 

“The impact of this movement is already beginning to be 
felt and when its maximum is reached, then will come the test 
of American land transportation. No such test has ever before 
been encountered. 


“At this time of celebration of a glorious victory, I ask all 
transportation industry and O. D. T. employes to remember 
that final victory will not be ours until Tokyo falls.” 


Director Johnson warned that any stoppage in transporta- 
tion caused by celebrations of V-E day would seriously affect 
vital war and civilian production and distribution, and called on 
all transportation workers on railroads, truck and bus lines, 
airplanes, local transit systems and waterways, as well as 
workers engaged in loading and unloading freight, to “stay on 
the job and do a full day’s work.” 


“Certainly no one feels more strongly than I, the desire to 
celebrate a glorious victory when the official V-E day announce- 
ment is made,” said Director Johnson, “but we must all remem- 
ber that there is still a gigantic task ahead ... a task in which 
transportation and transportation workers continue to play a 
tremendously important role. To lose a day or even a part of a 
day now in transporting the millions of tons of war and civilian 
products still needed for final victory would be playing right 
into the hands of the Japs. I can think of no more fitting 


tribute to the boys in the South Pacific who still face a long 
and bloody war, than for every man and woman engaged in 
transportation to stay on the job, and to dedicate to them their 
work on V-E Day.” 
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Transport for One-Front War 


Troops and Materiel to Move to Far East by Air and 
Water—Special Trains to Handle Furlough Traffic— 
O. D. T. Sees Critical Transport Situation Ahead 
By LEWIS W. BRITTON 


The transport job to be done by water, air, and rail, in 

shifting troops and materiel from Europe to the Orient 
was outlined in a press conference May 9 by General Brehon 
Somervell, commanding general, Army Service Forces, and 
his aides. The task involves what was described as the greatest 
troop movement in history, the shifting of 3,100,000 men from 
the European theater, and the transportation of 60 to 75 per 
cent of the equipment and materiel now in Europe that will 
be usable in the war against Japan. 

While no estimate was offered of the tonnage of equip- 
ment and materiel to be transported, it was said that 18,000,000 
“measurement tons of dry cargo” had been shipped to the 
United Kingdom in the year ending June, 1944. This, it was 
said, must be duplicated in the Philippines before ‘massive 
armies” could be thrown against the Japanese homeland. 

The program for the movement of the troops from Europe, 
most of whom, said General Somervell, would come through the 
United States for furlough, retraining, or discharge, called for 
the return of about 845,000 in the first quarter after V-E Day, 
1,185,000 in the second quarter, and 807,000 in the third quar- 
ter, until only an occupation force of about 400,000 men remains 
in Europe. The peak movement in any one month, it was said, 
would be about 500,000. 

While the bulk of the men would be moved in ships, Major 
General Charles P. Gross, chief of the Transportation Corps, 
said it was estimated that the Air Transport Command could 
carry about 50,000 men a month. By the use of enemy ship- 
ping he said it was estimated that withdrawals might be aug- 
mented by as many as 60,000 men in the second quarter of 
the redeployment schedule, and 117,000 men in the third quar- 
ter. Some 400 cargo ships would be converted to carry partial 
troop loads, he said. 

It was indicated that each batch of men would be cleared 
from the ports and sent to personnel centers near their homes 
within a week after landing, and that every effort would be 
made to keep these men off the regular trains. General Somer- 
vell said the only travel by the men on regular trains would 
be from the personnel centers to their homes for furlough, and 
return. He also said the western railroads would bear the 
brunt of the movement of those troops being sent to the Orient. 

Asked what effect the movement of the men to the west 
coast would have on the problems of civilian travel, General 
Somervell said it would not make those problems “any lighter.” 
The army service forces, he said, would be “hit hardest” in 
the matter of being sent direct from the European theater to 
the Orient, because they would be needed to carry on the tre- 
mendous construction job necessary for the troops that would 
follow them. 


Variety of Traffic 


As to the equipment and materiel to be transported, it was 
said that troops going to the Pacific area would require dif- 
ferent types and quantities of equipment. Some of the shifts 
were: a greater need for cotton than wool clothing; a greater 
need in the first phase of the Pacific operation for dump trucks 
because of the “vast” construction program needed; more radio 
transmitters because of additional relay systems required in 
the Pacific; shop equipment to serve motorized and air units; 
x-ray films, because of increased use in x-raying troops being 
redeployed through the United States and all dischargees; 
water purification and filter units; portable ice plants; insec- 
ticides of many types; and equipment such as shoe-packs and 
heavier clothing that might be used in northern Honshu. Ar- 
tillery expenditure rates, it was said, would approximate those 
in Europe, and a table in a release handed to correspondents, 
anc discussed in the conference, comparing ammunition ex- 
penditure in two European theaters and in three Pacific the- 
aters, showed that actual rates of expenditure in Europe had 
been heavier in all but one case than in the Pacific areas. In 
the case of one type of gun there had been no expenditure in 
the Pacific. 

Touching on the subject of surplus material, General Somer- 
Vell said 16,000,000 square feet of covered storage space had 
been set aside for this use. Of that space, he said, 6,000,000 
square feet were now in use and that the balance would be in 
use by July. 

The following list of personnel centers to which the men 
would be sent from the ports, and the states served by each, 
was contained in the release handed correspondents: 
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Camp Atterbury, Ind., Indiana, Kentucky, Tennessee; Camp Beale, 
Calif., northern California; Camp Blanding, Fla., Florida; Fort Bliss, 
Tex., Arizona, New Mexico, western Texas; Fort Bragg, N. C., North 
Carolina and South Carolina; Camp Chaffee, Ark., Arkansas and Okla- 
homa; Fort Devens, Mass., Connecticut, Maine, Massachusetts, New 
Hampshire, Rhode Island, Vermont; Fort Dix, N. J., New Jersey, Dela- 
ware, New York, Pennsylvania; Fort Douglas, U., Idaho, Montana, Ne- 
vada, Utah; Camp Gordon, Ga., Georgia; Indiantown Gap, Pa., Ohio, 
Lower Michigan, Pennsylvania; Jefferson Barracks, Mo., Missouri and 
Iowa; Fort Leavenworth, Kan., Kansas and Nebraska; Fort Logan, 
Colo., (Buckley Field, Colo., for overflow), Colorado and Wyoming; 
Fort Lewis, Wash., Washington and Oregon; Fort MacArthur, Calif., 
southern California; Fort Meade, Md., District of Columbia, Maryland, 
Virginia, West Virginia; Fort Sam Houston, Tex., eastern Texas; Fort 
McPherson, Ga., Alabama, Georgia, Tennessee; Camp Shelby, Miss., 
Louisiana and Mississippi; Fort Sheridan, Ill., Illinois, Michigan, Wis- 
consin; and Fort Snelling, Minn., Minnesota, North Dakota, South 
Dakota, Wisconsin, Upper Michigan. 


An additional fact concerning movement of troops to the 
Orient was elicited when General Somervell replied in the 
affirmative to a question as to whether or not southern and Gulf 
ports would be more extensively used. 

Major General Walter A. Wood, Jr., director of plans and 
operations, outlined the requirements of the development pro- 
gram; Howard Bruce, director of materiel, told of efforts to 
keep the procurement program in line with actual needs, and 
outlined the cut-backs already in effect and to come, 


Johnson on Transportation Situation 


The possibility of priorities to cover the movement of civil- 
ian commodities; possible cancellation of additional passenger 
train schedules; “screening” of passenger travel; and the 
“double traffic peak” in the fall resulting from the west- bound 
movement of war traffic and the eastbound movement of grain 
crops were among the elements cited by Director Johnson, of 
the Office of Defense Transportation, in a statement issued May 
10. The statement follows: 


The next twelve to fifteen months will be the most critical - the 
history of American transportation. 

We will still have a serious and difficult war to win. We mes not 
only produce but must also transport the materials for a major war. 
We must move the armies from the Atlantic to the Pacific, there to fight 
victoriously again. 

All forms of transportation have for the past three years carried 
the heaviest freight and passenger burdens in the country’s history. 
They have been strained to the utmost. 

Now seriously short of materials and equipment and skilled man- 
power, these facilities must continue to carry a load which shows no 
prospect of diminishing. On the contrary transport demands will be 
heavier in the difficult days ahead. It will be many months before our 
coastal shipping again takes its share of the country’s freight traffic; 
before the tankers carry the greater part of our oil products to the 
east coast; before inter-city automobile passenger traffic regains its 
pre-war volume. In the meantime, rail, highway, and inland waterway 
transport must continue to bear these extra burdens in addition to 
carrying military material and personnel. 

And the war job in the narrow sense is made no easier by the 
defeat of the European enemy. Far from it. Increased shipments of 
guns, tanks, ammunition and other military supplies must be moved to 
the west coast. This means longer hauls and greater turnaround time 
as traffic goes west toward Japan. There will be difficult problems in 
shifting over the bulk of traffic to the western lines. Grades and curves 
on these rail lines to the Pacific ports were designed to haul heavy 
traffic in the opposite direction. The west has no network of multiple 
track lines such as exists in the east. Thousands of miles of western 
lines are single track. 

New troop contingents must be transported to the west coast. Cas- 
ualties from the European theatre still must be moved to our hospitals. 
On top of all, there will be an unending stream of troop trains bear- 
ing contingents home from the European area moving across the conti- 
nent. With stops for furloughs, those troops and all their fighting gear 
will be added to the nation’s trans-continental transportation load. 

Military personnel transportation requirements for the next twelve 
months will be far greater than for any similar period since Pearl Har- 
bor. In addition transportation, both official and furlough must be 
provided for the great number of members of the armed forces who will 
continue to be stationed in this country. 

The strain on our railroads, our truck and bus lines, our water- 
ways and on all other transport, will be increased in the next few 
months. The transportation job ahead in defeating Japan will be a 
back-breaking . . . and brain-taxing .. . one. 

We can depend on the transportation agencies handling traffic in 
such a manner as to accomplish this difficult task, and the necessary 
war-time controls of the Office of Defense Transportation will be con- 
tinued to support their efforts in accomplishing that purpose. 


Cooperation of Public Sought 


Likewise, the continued cooperation of the public in travel conserva- 
tion will be increasingly necessary in the coming months. It is now 
more essential than ever that every item of transportation equipment 
be conserved and be fully utilized in support of the war effort. 

We ask that the public forego all unnecessary travel this spring, 
next summer, next fall and next winter unless the Japs decide by that 
time that they have taken all the beating they can stand. The trains 
and buses still have no space for unessential travel. Resort trains, 
buses for vacation trips, still are out of the question. 

It continues to be essential that skilled transportation workers 
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stay on their jobs and continue their long working hours. Every form 
of transportation is feeling the manpower pinch. The railroads, which 
already have lost 300,000 men to the armed forces, could bog down 
from lack of manpower. 

Leaders of organized baseball are asked to continue their voluntary 
travel curtailment agreements and other sports managers are asked to 
continue or to initiate similar arrangements. 

Office of Defense Transportation’s prohibition on auto racing, and 
on the transportation of cars for racing purposes continues in effect. 

No plans should be made for group meetings, conventions and trade 
shows which come within the scope of the convention ban. The War 
Committee on Conventions will continue to scrutinize border-line cases. 


Passenger Service Cuts 

Passenger train schedules which have been cancelled cannot yet be 
restored. Additional schedules may be cancelled, if such action is 
found necessary to meet military and essential civilian requirements. 
One large railroad system is already screening passenger travel reserva- 
tions and others may have to take similar steps. Civilian travel in the 
Pacific Coast area will become well-nigh impossible at times during the 
coming months. 

If necessary materials, equipment and manpower are not provided, 
serious transportation congestion and delays will occur and even the 
military effort will be impeded. It may even become necessary to 
establish a system of priorities to cover the movement of civilian 
commodities. There will be a double traffic peak next fall when the 
volume of west-bound war traffic will be attaining its maximum at the 
time when the grain crops of the west must be hauled to market. 
This presented a serious crisis last year in which disaster was barely 
averted, and the situation may well be worse this year. 

Some increase in the basic gasoline ration for private automobiles 
and in the allocation of gasoline for trucks is in prospect but it is to 
be emphasized that this increase will not be large and may not be 
permanent. Moreover, there is no assurance that tires or batteries will 
be available in adequate quantities. 

Private passenger automobiles must be kept running, or war work- 
ers and the general public will face a breakdown of their transportation. 
The nation cannot afford to lose a single automobile which could be 
saved through proper care. 

Warehouses, both cold and dry, in the line of transport flow, must 
continue to safeguard food and material temporarily held until trans- 
port is available. Cars must be loaded and unloaded promptly notwith- 
standing serious manpower shortages. 

The demands upon transportation will certainly, for some consider- 
able time, continue to be as heavy or heavier than they have been. 
There must not be the slightest relaxation in effort or cooperation on 
the part of transportation workers, shippers or the travelling public. 


Transport of Troops to Pacific 


The War Department, in a statement explaining problems 
involved in defeating Japan ‘“‘as the end of the war in Europe 
approaches,” said that moving the armed forces of the United 
States from Europe to the Pacific involved the greatest trans- 
portation problem that had ever been undertaken in war. 


“We can meet only part of the needs of this Pacific war 
from men still in this country,” it said. “Many of the troops 
now in Europe must also go to the Pacific. . . .” 


The department stated that the distance from Europe to 
Manila by way of Panama was 14,000 miles, and that from San 
Francisco to Manila the distance was 6,771 miles. 

“Speed is essential, for it is vitally important that we do 
not give the enemy time either to rest or reorganize his de- 
fenses,” it continued. ‘(Consequently many troops will go straight 
from Europe to the war against Japan. As many as can be 
taken through the United States without reducing our pressure 
on the enemy will be brought through this country and given 
furloughs en route. .. . Many of the service troops will have 
to go direct to the Pacific to prepare the way for the full appli- 
cation of our ground and air strength... . 

“More than half of the men to go to the Pacific will go by 
way of the United States. ... The great bulk of the combat units 
will be staged through the United States. ... 

“We must transport to the Pacific vast stores of equipment 
and supplies both from the continental United States and from 
Europe so that our forthcoming operations may be carried out 
in accordance with our standard of using ammunition, air 
power and material to the utmost to save lives. .. . The supply 
lines to the Orient are so long that it takes three cargo ships 
to do the work one was able to do in supplying our troops in 
Europe.... 

“We have about 70 combat divisions in Europe at the present 
time, exclusive of hundreds of combat troops assigned to corps 
and armies and a huge force of supply and service troops. It 
takes 15 Liberty ships to move the equipment of a single armored 
division. It takes 75 trains to move it to the port. That gives 
you some idea of the transportation problem we are up against. 

“Every ship that can be pressed into service from any quar- 
ter will be used. Arrangements have already been completed 
for returning soldiers with long European service in converted 
cargo and grain ships. It is estimated that nearly half a million 
men can be brought home in such ships by the end of the year. 
Regular passenger ships and troop transports, including the 
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famed British ‘Queen Elizabeth,’ ‘Queen Mary’ and the ‘Aqui- 
tania,’ will also be operating on a gigantic shuttle system. 

There will be 800 transport planes assigned to this task. 
Fifty thousand men a month will be brought back to this coun- 
try by air. To the maximum possible extent, these planes wil! 
bring men from combat troops in the very heart of Germany. 
... This process will begin promptly after Germany is defeated. 

“Tt is our expectation that, by ship and plane, we shall be 
able to bring home from Europe all the men to be discharged 
in about a year’s time. ... 

“The War Department is now shipping to the Pacific every 
replacement for whom shipping space can be found. By this 
means a surplus of replacements is being built up there so that 
men of long service can be sent home.” 


Vinson on War and Transport 


“The transportation requirements of the shift to the Pacific 
war will add to the problems of the already overburdened rail- 
roads,” said Director Fred M. Vinson, of the Office of War 
Mobilization and Reconversion, in a printed booklet issued 
May 9, entitled “The War: Phase Two.” In a letter of trans- 
mittal to the President, he said tha tthe report had been pre- 
pared at his request by the Office of War Information and that 
it was designed to answer “specific questions which will be up- 
permost in the mind of the public after the defeat of Germany.” 

After noting that large quantities of supplies must be car- 
ried to eastern ports for the liberated countries and American 
occupation forces, the report stated that, at the same time, the 
Japanese war would call for increased rail shipments of men 
and materials to the west, ‘“‘a long haul over the few western 
railways at a time when grain shipments may be reaching their 
peak volume.” 


“Controls Must Continue” 


“Present government controls on civilian freight traffic 
must continue,” the report continued. “The total freight tonnage 
will decrease slightly, but the shift of the main current of traffic 
to the west may add as much as 10 per cent to the present 
heavy load in that area. It will be necessary to make greater 
use of water carriers to shorten rail hauls. Lack of pipelines 
and waterways to the west coast will require maximum use 
of railroads to haul petroleum products for the Japanese war.” 

To the question, “Will passenger travel become easier?” 
the report supplied the following answer: 


No. Trains will be crowded because of the heavy movement of 
troops. Pullman space will be difficult to obtain. The ban on conven- 
tions will continue and promoters of amateur and professional sports 
will be expected to continue their pledges of minimizing travel. Further 
curtailment of passenger service may be necessary. Present priorities 
on airplane travel will have to be continued. 

All efforts for most efficient use of trucks and buses must con- 
tinue. The shortage of tires, batteries and gasoline will not allow the 
unrestricted use of private motor cars. 


Motor Vehicle Outlook 


As to possibilities of obtaining new automobiles, Director 
Vinson said that a few cars might be coming off the assembly 
lines in six to nine months, but that it would be a long time 
before they were produced in “really large quantities, and that 
there could not be enough to meet pent-up civilian demand in 
less than three years. He added that the Office of Price Ad- 
ministration would see that the most essential users got the 
first available cars under the present rationing program. Con- 
tinuing on this subject, he said: 


Spare parts to keep present cars rolling will continue to be pro- 
duced at a very high rate. Last year the W. P. B. programmed the 
manufacture of $750,000,000 worth of auto and truck parts. Cars at 
present average nearly eight years of age, trucks nine years, and 
many will have to last three or four years longer. Greatest parts short- 
age is batteries and tires. Need for care of cars was never greater 
than today. 


Gasoline Rationing 


Answering the question whether there would be more gaso- 
line for civilians, the report contained the following: 


Best estimate is that there will be from 100,000 to 200,000 more 
barrels of gasoline daily for civilian use—an increase of 8 to 16 per 
cent. Any such increase, however, may be temporary. Added gaso- 
line supplies will be divided among ‘‘A’’ and commercial card holders. 
It may be possible to increase the mileage allowed to some ‘‘B’”’ card 
holders who can show need. But, in view of the military demand in the 


Pacific, the best estimate is that gasoline rationing must be continued F 


for some time. 


‘3 
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Generally speaking, materials and manpower no longer | 
pre-empted for war will be freed for civilian production,” ac- 
cording to the report. 


On the question whether there will be an early reduction 
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of taxes, the report offered the advice that this matter would 
be decided by Congress, but that it had been recommended that 
no general reduction in taxes be made until after the defeat of 
Japan. New tax programs were being planned for the post-VJ- 
day period to stimulate reconversion and new enterprises, the 
report stated. 


Foreign Trade and Shipping 


To a statement that normal foreign trade would not yet 


ba possible generally for all areas of the world, the report 
added: 


Wartime restrictions on commercial export-import business, neces- 
sary to control the flow of essential supplies; so that they could be used 
with maximum efficiency, will be removed gradually, but normal ex- 
port and import trades will not be possible before the end of the war 
with Japan. In accordance with the London Agreement of Principles, 
of August, 1944, enunciated by the State Department and the British 
Foreign Office, the United Nations’ control of merchant shipping for 
military purposes will continue until cessation of hostilities or six 
months after the defeat of Japan. This is a continuation of the Com- 
bined Shipping Adjustment Board’s work, expanded as necessary to 


control merchant ship tonnage of the world up to VJ-day and for six 
months thereafter. 


We will continue to send lend-lease goods to our allies, but in re- 
duced amounts. All lend-lease is limited strictly to aid in prosecution 
of the war. Allied nations will be able to get from us some supplies 
and machinery for rehabilitation of their industries, within the limit 
of available supplies, in the light of demands of the armed forces and 
our domestic civilian economy and subject to the working out of mech- 
anisms for financing the purchase of such supplies. 


B. & O. V-E DAY GREETING 

In commemoration of Victory Day in Europe, the Baltimore 
and Ohio Railroad sent a leaflet, on V-E Day, May 8, to families 
of B. & O. men and women in the armed forces. In picture, 
prose and poetry it expresses, not jubilation, but appreciation 
for the “breaking of a dawn” that gives us faith for the future 
and courage to complete the still unfinished task. An included 
message from R. B. White, president of the railroad, says that 
“with all other American Railroads we faced the bitter neces- 
sity of carrying your boy off to war. The happiest moment in 
our history, and the greatest privilege for us, will be the early 
opportunity of returning him to you.” 


VE-DAY EMBARGOES 


Following issuance by President Truman, on May 8, of a 
proclamation announcing unconditional surrender of Germany 
to the Allies, the car service division of the Association of 
American Railroads let it be known that it had issued its 
embargo No. 248, effective May 5, against the acceptance of 
War Department freight moving on “WB” or “WE ODT-GMR” 
permits when consigned to the port transportation officer at 
the port of New York and Hampton Roads, Va., and at army 
air force installations in Port Newark, N. J., and Norfolk 
(Sewells Point), Va. (see Traffic World, May 5, p. 1154). 

Excepted from the embargo were cars containing sub- 
sistence (food for-human or animal consumption) or coal, and 
cars moving on a “VDE” permit issued by the traffic control 
division, Office of Chief of Transportation, War Department. 

It was stated at the car service division that on May 5 
a “stop and hold” order had been issued on traffic going to 
the same ports covered by the embargo, but that “very few” 
cars had been affected. This, it was stated, indicated that the 
War Department had anticipated the President’s announce- 
ment, in the handling of its traffic. 


Wartime Technological Advances 


The subcommittee on war mobilization of the Senate 
committee on military affairs has had printed for the use of 
the committee subcommittee monograph No. 2, 79th Congress, 
lst session, consisting of 418 pages, entitled “Wartime Tech- 
nological Development.” It comprises a study made for the 
Subcommittee by the Bureau of Labor Statistics of the De- 
partment of Labor. 

The main section of the monograph contains 1471 num- 
bered items, made up of excerpts from various publications or 
press releases of government agencies. Of these 1471 items, 
18 are carried under the heading of “Transportation.” The 
latest date shown among these items is July, 1943 

Senator Kilgore, of West Virginia, chairman of the sub- 
Committee, observes in a preface to the monograph that a 
Similar digest for the year 1944 is in preparation and will be 
issued as a supplement to the present survey. 

A discussion of air transportation in part I of the mono- 
graph says that “even a tremendous expansion of commercial 
alr transportation will not require a large fleet of planes nor 
a large aircraft industry. At the end of 1941 there were only 
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359 commercial planes in service in the United States and the 
most optimistic air enthusiasts do not predict that more than 
5,000 transport planes will be required 5 or 10 years after 
the end of the war. The increase necessary in the number of 
planes will doubtless be smaller than the advance in air 
traffic. Post-war planes are generally expected to have larger 
capacities than pre-war and their performance will be supe- 
rior. Moreover planes will probably be in service a greater 
proportion of the time. The maintenance of a sizeable air- 
craft industry, therefore, may depend on whether a large 
market can be developed for planes for private use.” 

A committee release about the monograph called atten- 
tion to “small passenger planes convertible into automobiles 
for driving from home to the nearest airstrip” as among the 
post-war possibilities. 


Forwarder-Motor Joint Rates 


The House, May 7, passed and sent to the Senate, H. R. 
3038, the bill postponing the expiraiton date of forwarder-motor 
joint rates from May 16, 1945, to February 16, 1946 (see Traffic 
World, May 5, p. 1176). The bill as reported by the House 
interstate commerce committee was passed by a voice vote, 
without debate. 

The Senate interstate commerce committee, May 9, ordered 
the bill reported, in the form in which it had been passed by 
the House. 

In its report on H. R. 3038, the committee said it believed 
it was urgently necessary in order to prevent a disruption in 
transportation “at this critical time,” to continue the authority 
for joint rates between motor carriers and freight forwarders, 
“pending the time when the bills now before Congress, as well 
as the recommendations of the Interstate Commerce Commis- 
sion, can be considered and a permanent solution found.” The 
report included the text of letters the committee had received 
from the War Department, the War Shipping Administration 
and Director Johnson, of the Office of Defense Transportation, 
favoring enactment of the bill. It noted that Director Johnson 
had advised the committee that in his judgment an abrupt dis- 
continuance of the joint forwarder-motor rates on May 16 would 
cause an immediate shift of a substantial amount of merchan- 
dise traffic from the motor carriers to “the already overbur- 
dened railroads.” 

The committee said statistics furnished by the Commission 
showed that all Class I railroads had reported to the Commis- 
sion that for the year 1943 they had received from shippers for 
transportation of 1. c. 1. traffic the sum of $359,134,486, and the 
committee added that for the same year freight forwarders 
having gross revenues of $100,000 or over reported to the Com- 
mission they had received from shippers for forwarder trans- 
portation of 1. c. 1. traffic the sum of $189,400,561—“an amount 
in excess of 50 per cent of the revenue ‘collected on less-carload 
traffic by all the Class I railroads in the country.” The com- 
mittee said available statistics indicated the revenues were run- 
ning in substantially the same proportions for the year 1944. 


Reed Opposes Bill 


Senator Reed, of Kansas, in a minority report on the bill, 
said that “the effect of the passage of this bill, as recommended 
by a majority of the committee, will continue a shameful condi- 
tion which has already existed all too long.” 

He said that neither prior nor subsequent to the passage of 
S. 210, the freight forwarder regulation bill that became part 
IV of the interstate commerce act, had the freight forwarders 
displayed any noticeable sense of responsibility to the public 
in the exercise of their functions. He said that in the fall of 
1943, when the Senate interstate commerce committee approved 
an extension of 18 months for continuance of joint forwarder- 
motor rates, there had been “a clear understanding that no 
further extension would be approved by the committee,” and 
that that understanding now had been violated. He referred 
to the minority views he had presented at that time on the bill 
to extend these rates, S. 1425, in which he had asserted that 
the forwarders had no intention of undertaking to comply with 
“the present statute.” 

“We are now considering whether a further extension of 
nine months to bring the freight forwarders into a course of 
lawful conduct shall be granted,” said Senator Reed. “I refuse 
to stultify myself by agreeing to such a policy. I am not un- 
mindful that the War Department and the Office of Defense 
Transportation favor extension of the period. However, I am 
not impressed with the weight of the reasons given by either 
for the extension. 


Commission Gets “Going-Over” 


“IT am certainly not impressed with a letter, dated April 16, 
1945, by the Interstate Commerce Commission, addressed to 
Senator Wheeler. That letter is a complete example of incom-_ 
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petency and muddled thinking. Unfortunately the Commission 
has an over-supply of both. Members of the Commission broke 
up into groups. Between the groups, opinions were expressed 
that were thoroughly inconsistent and irreconcilable. Some 
views expressed in that letter ‘meet themselves coming back.’ 
Some of them are inconsistent with the action of the Commis- 
sion itself in a very recent case... .” 

The recent case he referred to was I. and S. M-2180, in 
which, he said, a report was issued by the Commission June 12, 
1944, containing the following: 


The shippers and shippers’ associations as described herein employ 
or utilize the instrumentalities or services of Transamerican (a motor 
carrier publishing rates in accordance with the provisions of part IV 
of the transportation act) in assembling operations under conditions 
like those under which forwarders employ or utilize the instrumental- 
ities or services of the same carrier in their assembling operations. 


Senator Reed said that in its letter to Senator Wheeler the 
Commission “utterly disregarded this expression, its most re- 
cent and only complete consideration of the factor involved.” 
He added: 


The Interstate Commerce Commission is a horrible example of an 
institution with a strong early history in which it established a repu- 
tation which became a tradition commanding the respect of the country 
to a greater degree than any other administrative tribunal. If, in these 
days, the high respect with which the Commission was formerly re- 
garded has been lessened in an extraordinary degree this, and numerous 
other examples familiar to those who keep in touch with the Com- 
mission’s activities, will explain. 


Senator Reed said the operation of the forwarder act as it 
now stood was discriminatory against certain shippers and 
groups of shippers; that “the present situation presents one of 
the most insidious forms of discrimination possible to exist;” 
that the forwarders had secret arrangements with the motor 
carriers that were not known to any regulatory agency or to 
other shippers, and that the whole purpose of the interstate 
commerce act was to eliminate and avoid such practices. 


Land Grant Rate Repeal 


With Chairman Lea, of the House committee on interstate 
and foreign commerce, estimating that if the bill became a 
law there would have to be appropriated $240,000,000 to meet 
the additional annual cost of transporting government traffic— 
at the present volume of military traffic—the House, May 4, 
passed and sent to the Senate H. R. 694, the bill repealing the 
land-grant deductions in rates on military and naval traffic of 
the government. The bill was passed by a standing vote of 
176 to 40, a request for a recorded vote showing how each 
member voted having been rejected. A challenge that a quorum 
was not present when the vote was taken was met by Speaker 
Rayburn with the statement that he was present and that includ- 
ing him a quorum was present. 

The bill as passed was identical with the measure passed 
and sent to the Senate last year by the House. The Senate 
interstate commerce committee, late in the last session of the 
Seventy-eighth Congress, favorably reported the bill with an 
amendment but final action was not taken on it before the 
close of the session. The Senate has until the end of the 
Seventy-ninth Congress—December 31, 1946—to act on the 
bill just passed. 

Several amendments, including one offered by Represen- 
tative Voorhis, of California, providing for reconveyance of 
certain land-grant lands to the United States, were rejected. 

Among the members of the House who spoke for the bill 
were Representative Boren, of Oklahoma, who introduced and 
sponsored it; Chairman Lea, of the committee; Representative 
Hinshaw, of California; Representative Harless, of Arizona; 
Representative Gearhart, of California; Representative Cun- 
ningham, of Iowa; Representative Priest, of Tennessee; Repre- 
sentative Brown, of Ohio; and Representative Halleck, of 
Indiana. 

Opponents of the measure included Representative O’Hara, 
the member of the interstate commerce committee who filed a 
minority report on the bill (see Traffic World, March 31, p. 846); 
Representative Pace, of Georgia; Representative Engel, of 
Michigan; Representative Poage, of Texas; and Representative 
Kirwan, of Ohio. 

The debate on the measure reflected the division of views 
developed by the proposal to free the railroads of the obliga- 
tion to carry the government’s military and naval traffic at 
reduced rates because of the land grants made in the early 
days of the nation’s life, the argument of the proponents being, 
in the main, that the railroads had more than paid for the 
lands in land grant rate deductions, while the opponents in- 
sisted that the railroads should be held to the land-grant deduc- 
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developed the view that the land-grant deductions ought to be 
discontinued because of the discriminatory effect they had on 
the general freight rate structure. 

Chairman Lea, in his discussion of the bill, said that for 
the first fifty years after 1877 the average deduction for the 
freight hauled for the government was only a million dollars 
a year. This year it probably would be $240,000,000, he said. 

“We hear much about what it (repeal) will eost the tax- 
payers,” said he. “I believe our taxpayers are not shirkers. 
I do not fear they want representatives here to relieve them 
from their just obligations. The railroads have paid their debt. 
They constructed the roads that built up our great central 
empire. By reduced freight rates they have paid their gov- 
ernment back over $900,000,000, or over seven times the value 
of the lands they received from the government at the time 
the lands were taken. How about the equity or good morals 
of further insisting that the roads shall continue to be sub- 
jected to such demands?” 

In answer to an inquiry Chairman Lea said section 3 of 
the bill directed the Commission to give the shippers the 
benefits of lower rates if that could be done under the rule 
of reasonable rates and higher income justified such action. 
Efforts of several members to strengthen this part of the bill 
to bring about reductions in rates were not successful. 

Representative Pace, opposing the bill, said the greatest 
transportation movement ever known in this country—the move- 
ment of troops and implements of war to the Pacific—was about 
to be begun. He argued that the railroads last year “made 
more money than ever in the history of the railroads of this 
nation.” 

“Tt seems to me that we are handing the taxpayers of this 
nation a rather sordid package, that we extend to them rather 
sorry congratulations when they have put up the money neces- 
sary to place in our boys’ hands the implements of war to 
destroy dictatorship yonder in Europe,” said Mr. Pace. “For 
that; yes, for that we are this afternoon beginning the cele- 
bration of VE-Day by adding to their burden, in the words and 
figures of the chairman of this committee, an additional 
$240,000,000. I shall have no part in it.” 

The bill, if finally approved as passed by the House, will 
not effective until 90 days after the date of enact- 
ment. 


R. F. C. SUBSIDIARIES ABSORPTION 


John W. Snyder, federal loan administrator, said in a 
press conference May 10 that he had asked Senator Wagner, 
of New York, and Representative Spence, of Kentucky, chair- 
men of the Senate and House committees on banking and 
currency, respectively, to sponsor legislation that would provide 
for absorption by the Reconstruction Finance Corporation of 
the following R. F. C. subsidiaries: Rubber Reserve Co.; Metals 
Reserve Co.; Defense Plant Corporation; Defense Supplies 
Corporation; and Disaster Loan Corporation. Such a bill was 
introduced that day by Senator Wagner. 

Mr. Snyder said the situation now permitted simplification 
of the R. F. C. organization, and that it had been developing 
an organization to expedite the disposal of government-owned 
surplus property handled by the R. F. C., consisting of such 
items as aircraft, industrial plants, machine tools and other 
capital and producers’ goods. He said the disposal would be 
handled in a business-like fashion, but that the agency was 
determined to “treat boldly as scrap property having only 
scrap value.” 

Asked about the disposal of motor carrier equipment owned 
by D. P. C. and leased to carriers, Mr. Snyder said “we will 
have to declare motor equipment surp-.us to the Department 
of Commerce, which has been authorized to sell it.” 


PETROLEUM TRANSPORTATION 

The House has passed and sent to the Senate H. R. 2600, 
to extend from June 30, 1945, to June 30, 1947, the period of 
effectiveness of the so-called Cole pipeline act of 1941, pro- 
viding for construction and operation of pipelines for trans- 
portation of petroleum and its products in the period of the 
war emergency. 

The Senate interstate commerce committee ordered the. bill 
reported, May 9, after amending it so as to limit the extension 
to one year from June 30. 


P. A. W. TRANSPORT ASSISTANT DIRECTOR 

Deputy Petroleum Administrator Ralph K. Davies has an- 
nounced thé appointment of Richmond K. Kelly, of Maplewood, 
N. J., as assistant director of the Petroleum Administration for 
War’s division of supply and transportation in charge of the 
tanker and inland waterways sections. He succeeds W. R. Lang, 
who resigned several months ago to return to private industry. 
Mr. Kelly formerly was assistant vice-president and marine 
manager of the Tide Water Associated Oil Company’s eastern 


tion requirements of the present law. The proponents alsodivision. 
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Study of Transport Problems 


Topics in Economists’ Meeting in Washington Include 
Carrier Integration, Subsidies, Prepared- 
ness for War 
By JOSEPH C. SCHELEEN 


e A meeting in Washington, sponsored by the Academy of 
World Economics, proved to be an outlet for expression 
of opinions and a medium for an exchange of ideas with re- 
spect to many transportation subjects, including subsidization 
of common carriers, integration of various types of carriers, 
coordination of carrier services, and maintenance of transport 
agencies strong enough in peacetime to be prepared adequately 
for sudden and heavy strains that a future war might impose. 
Attending the meeting and participating in the discussions 
were representatives of the Army Industrial College, spokes- 
men for various organizations of carriers, members of the staff 
of the Commission’s Bureau of Transport Economics and Sta- 
tistics, and others. Addresses and extemporaneous remarks 
by those who represented carrier organizations on the program 
brought into the discussions many criticisms by those inter- 
ested in one type of transport of the practices of other types— 
practices that allegedly stood in the way of effective coordi- 
nation of carrier services into a national transportation system 
of maximum efficiency. In that connection, the railroads came 
in for much criticism by speakers representing water carriers, 
motor carriers and airlines. 


“Transportation in War and Peace” was the general theme 
of the meeting, which comprised eight sessions. Collaborators 
with the Academy of World Economics in arrangements for 
the meeting were the Army Industrial College, the National 
Social Science Honor Society (Phi Gammu Mu), and the sec- 
tion on social and economic sciences of the American Asso- 
ciation for the Advancement of Science. 


‘Impacts of Transportation on Community Life” was the 
general topic of the first session. Speakers in that session and 
their subjects were: Joseph Solterer, professor of economics 
in the graduate school of Georgetown University, ‘“Ethico-Eco- 

C nepal. igeactneiaiin of Transportation”; Oliver E. Baker, 
professor of economic geography at the University of Mary- 
eland, “Population, Resources and Transportation,’ and John 


~ Thider, executive officer of the National Capital Housing Au- 
“thority, “Transportation and Housing.” Professor Baker, com- 


menting on possible developments in the postwar era, said 
he believed most of the people who had gone to urban areas 
in the last few years would tend to remain in those areas, and 
that “the generation which has gone to war will be a lost 
generation to the farms of the country.” He predicted an 
increase in the trend toward rural residence for urban workers, 
and said that, because of an increase in the amount of money 
available to inhabitants of both rural and urban areas in the 
immediate post-war period, it was likely that there would be a 
demand for increased passenger and freight service and large 
business expansion in areas around cities. 


Wartime Aspects of Transport 


At the second session, in which “The Military Aspects of 
Transportation” was the general theme, there was brought to 
attention what appeared to be the principal objective of the 
meeting—the question of keeping the nation’s carrier systems, 
and the regulatory agencies of the government supervising 
them, prepared for service in another war. Brigadier General 
Donald Armstrong, commandant of the Army Industrial Col- 
lege, presiding at this session, pointed up this phase of the 
transportation study by saying that this country had been 
“lucky” in its wars heretofore in having had time to prepare 
itself, and that it could not expect to be so fortunate again. 
He said the nation must be ready for sudden attack and for 
fast mobilization of its resources, and he expressed the hope 
that the I. C. C. in years to come would “cooperate” with the 
army’s preparedness program so that a nucleus of I. C. C. per- 
sonnel could be available for war transport direction. He said 
that there had been a greater improvement in the “transpor- 
tation factor” since 1918 than in any other element of “our 
war potential,” and that the fact there had been so little criti- 
cism of transportation performance in the present war was 
evidence of its worth. He introduced Colonel Luke W. Finley, 

© executive officer -to the Chief of Transportation, U. S. Army, 

Who discussed “Wartime Modification of the Transportation 
System” and “Transportation Planning from the Standpoint 
of National Security.” 


Colonel Finley stated that the army had provided over 
1,200 troop sleepers, over 400 kitchen cars and about 300 
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passenger coaches for use by the railroads in the present war, 
and that in this war two out of every three soldiers had moved 
in Pullman equipment, as against one out of three in the last 
war. 


Transport Control System Adequate 


He said that in World War II the civilian transport con- 
trol agencies had had the power of decisions vested in one 
man, in each instance, and that “with the system we had, the 
results were commendable.” He felt that the same system of 
wartime transport control, with minor modifications and 
changes, would be desirable in event of another war. He re- 
viewed the wartime traffic control measures that had been 
taken. He said that the belief that a single agency should cover 
all fields of transport as one was not shared by persons familiar 
with transportation. 

After asserting that all agencies of transport had proved 
indispensable to the national defense, he said that it was 
necessary to keep them in a sound condition. Though recog- 
nizing a need for a strong merchant marine, he said that sup- 
port of the merchant marine must not be at the expense of 
other agencies of transport. ; 

The carriers, in wartime, had to be able to make quick 
decisions individually and or collectively, and it was essential 
that they be permitted to organize in a way to permit the 
making of quick decisions, said Colonel Finley. He stated that 
carrier associations and rate bureaus had helped enormously 
in making quick decisions, and maintained that there should 
be no legislation interfering with the continuance of such 
agencies under proper regulation. 


Planning Group Proposed 


He said the national preparedness program should include 
a framework for an organization prepared to do, on short 
notice, the job that the Office of Defense Transportation and 
the War Shipping Administration were now doing, and that 
this framework might be called a nucleus organization of 
planners. He suggested that close relationships be maintained, 
in establishment of such a planning group, between repre- 
sentatives of the Commission and the research division of the 
Army Industrial College, and that other government depart- 
ments and the Association of American Railroads be included 
in that group. 

In a panel discussion, there was submitted the suggestion 
that the railroads might have to be subsidized in peacetime to 
maintain the excess transport capacity that would be needed 
in wartime. One speaker ventured that the railroads had only 
themselves to blame for their present shortage of rolling stock, 
because, he said, in 1940 and 1941, when steel was available 
and car builders had ample production capacity, pressure had 
been put on the railroads to buy cars. It was stated that the 
fact that this country was waging war “in two directions” had 
contributed to efficiency use of the transportation systems, as 
they were able to have loaded hauls in both directions. Dis- 
cussion of how much the government might have to spend after 
the war to preserve transport equipment and keep additional 
equipment in reserve for wartime use was dropped with the 
remark that this was “a tremendously complex problem.” It 
was noted that the percentage of traffic increase on transcon- 
tinental railroads had exceeded that of the railroads at large 


in the present war. 5 
Yr. V. Fletcher Speaks 


Commissioner Alldredge, of the I. C. C., presided at the 
next session,the theme of which was “Railroad Transportation 
After the War,” and noted that optimistic 4s 

views had been expressed on that subject: 
R. V. Fletcher, vice president of the A. A. R. served that 
the railroads had a committee now engaged ip\research and 
study of rail transport problems, and added that the railroads 
deemed it wiser to “go ahead with our lights dim rather than 
trust to good ies alone to take care of us when the real 


1 as pessimistic 
e first speaker, 


test comes.” He7Ypredicted that “for a very considerable span 
of years” after the war business conditions would approximate 
those of 1941, and that “the descent to the peacetime level 
will not be precipitous.” He noted that the railroads’ net income 
in 1941 was about $500,000,000. Air freight in the next ten 
years would be no threat to the surface carriers, he believed. 
The motor industry, he said, must face troublesome cost 
questions in the post-war years, and “only the fittest will sur- 
vive.” He forecast that the motor carriers would not move 
a greater proportion of the total traffic in the first ten years 







after the r than they moved in the decade before Pearl 
Harbor. /Traffic volume on the nation’s navigable waterways 
woul w gradually after the war to “proportions substan- 
tially in excess of pre-war dimensions,” he believed. He added 


that to certain railroads the threat of water carrier competition 
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was very serious, but that, ‘“‘on the large,” the railroads did not 
need to view this form of competition with undue alarm. 


Cash Reserve of Railroads 


The railroads were not complacent, but were fully aware 
of the potency of competitive agencies, he said, in a discussion 
of needed improvements in rail service. He saw encouraging 
prospects for the railroads in that connection in that they would 
have, after the war, cash resources of about two billion dollars. 
On the question of subsidies, he maintained that common fair- 
ness demanded that if the government provided an essential 
facility, the party benefited should pay a fair charge for its use, 
sufficient to maintain the facility and amortize its cost. 

C. B. Bryant, assistant to the vice president in charge of 
research and tests of the Southern Railway System, speaking 
on “Postwar Railroad Technological Problems,” outlined devel- 
opments under way for improvement of the railroad industry’s 
physical plant. He noted that there was a tendency toward use 
of heavier rail, saying that such rail cost more to buy but less 
to maintain. Welding was still experimental in track construc- 
tion, he said. After observing that there was a trend toward 
use of larger locomotives, because they were more efficient, he 
said that Diesel locomotives cost three times as much as steam 
locomotives, but could operate 500 ton-miles on a gallon of 
Diesel fuel, as compared with 22% ton-miles operated by the 
average automobile on a gallon of gasoline. He indicated that 
the possibility of exhaustion of the Diesel fuel supply after a 
period of years was a factor that caused some railroads to 
hesitate to buy Diesel locomotives. He said two companies in 
the United States planned to build gas turbine locomotives. In 
discussing use of lighter-weight freight cars, he said that rail- 
roads could afford to spend 10 cents a pound for every pound of 
car weight saved. 


Rail and Motor Rate “Separation” 


Ford K. Edwards, head cost analyst of the Commission’s 
statistical bureau, a panel discussion leader, said that rail and 
motor rate structures, heretofore closely related, were being 
pulled apart by differences in operating costs. There were 
heavy and constant costs present in one agency of transport 
that were not present in the other, and the question was arising 
as to how far the motor carriers could increase their rates 
without losing traffic to the railroads, he said. He added that 
there was a tendency for emergency of ‘a sole survivor” or for 
close cooperation between the modes of transport, and a ques- 
tion as to how equillibrium could be maintained between the 
forces of competition, on the one hand, and the forces of mo- 
nopoly, on the other. 

Daniel Mater, transportation analyst of the Department of 
Commerce, in the course of panel discussion dealt with rail 
labor problems and took the position that present collective 
bargaining methods were inadequate, because they were the 
result of pressures rather than of skillful adjustment of wages 
and working rules to existing conditions in the railroad indus- 
try. He averred that, though seniority rules had a background 
of hundreds of years, they reduced efficiency of employes be- 
cause they reduced incentive and reward, and that competition 
among individual employes was needed. He said rail wage rate 
structures were out of balance as between districts, as between 
railroads and their competitors and as between,.occupations 
within the railroad industry. Collective ‘‘truth-finding,” rather 
than collective bargaining, was needed in settlement of rail 
labor disputes, he argued. The idea that wages be tied to the 
income of the industry or to the incomes of individual com- 
panies was brought out in the panel discussion. 


Advice to Airlines 


& “Airline Transportation After the War” was the theme of 
the fourth session of the meeting, in which Colonel Samuel F. 

Clabaugh presided. Hampton K. Snell, asssitant director of 

research in charge of the Army Industrial College public utility 
@STOUp, speaking on “Learning from Transportation Expe- 
[€-rience” in that session, raised the question of where federal 
government subsidies of many kinds, including transportation 
subsidies, would end, in view of the mounting national debt and 
postwar aid to foreign nations. 

Mr. Snell suggested that the airlines could avoid adoption 
of a rate structure as “extremely complex” as that of the rail- 
roads; that they should avoid, also, high bonded debt, rigid 
financial structures, and complex intercorporate and financial 
relationships, and should provide for prompt and regular debt 
retirement. He said that one reason for railroad susceptibility 
to financial distress was the high percentage of their bonds to 
their total capitalization, so that, though their incomes declined, 
their high fixed charges remained. Many railroads comfortably 
solvent in times of prosperity had been embarrassed by bond 
maturities at inopportune financial statements, he said, adding 
that one railroad had almost 50 per cent of its bonds maturing 
in the period of 1929 to 1944. Use of bond issues by airlines, 
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he said, might increase if the airlines had to build their own 
airports and finance larger hangars, and if the ability of the 
financial market to absorb airline stock dropped. Once the pe- 
riod of rapid airline growth slackened, he continued, air trans- 
port was likely to be more susceptible to traffic and earnings 
fluctuations than other transport forms, for their traffic was 
more selective and confined to a narrow range of sources. 


Question of Subsidies 


“Transportation subsidies seem likely to remain an integral 
part of the national scene,” he said. “All that can be hoped 
for is some measure of restraint.” 

He suggested that there be established immediately a na- 
tional policy requiring users of subsidized transportation facili- 
ties to make some direct contribution toward their upkeep and 
eventual solvency, and said such a policy might have a restrain- 
ing effect on “highly doubtful schemes” and focus attention on 
orderly development of meritorious projects. He said that sev- 
eral aviation officials had pointed out the danger of over- 
subsidizing and had recognized that too much government gen- 
erosity could create a tangle of interference and excessive com- 
petition actually dangerous to established airlines and their 
orderly development. 

Myles E. Robinson, economist of the Air Transport Asso- 


| Aiation of America, speaking on “The Economic Aspects of 


Air Transportation,” said that there had developed in this 
country a channelization of traffic as the result of past trans- 
portation growth, population distribution and economic ex- 
pansion, so that, even though the airlines were highly flexible 
from an operational standpoint, it was most probable that 
their revenues must be obtained along the same channels and 
from the same sources as those used by surface carriers. 
Hence, he added, airlines must obtain most of their future 
traffic either from the higher value layers of the present traffic 
market or from layers farther down, “in which latter case 
competition with surface carriers is likely to be severe.” He 
said that expansion of markets for agricultural products and 
for many commodities now moving by railway express or at 
higher rail or motor rate levels might come to be the out- 
standing contribution of the airlines ‘“‘to our modern economy.” 
He stated that three “very significant” factors that might be 
expected to govern postwar commercial aviation were (1) 
patterns of expansion, (2) differentials in service and (3) 
traffic potentials. Noting that the general practice now was 
for airlines to furnish a combined passenger, mail and cargo 
service, he said that a by-products of this non-differential air 
service had been the lack of statistical data on which to base 
a system of rates comparable to that of the surface carriers. 
He believed that, as air costs were reduced, the types of serv- 
ice and commodities handled by the airlines would more nearly 
approximate those of the surface lines, and that differentia- 
tion in airline service was inevitable. He used the term “air 
cargo” with reference to the type of service that could be 
operated at rates substantially lower than those charged by 
airlines in prewar years and that approached those charged 
for 1. c. 1. and 1. t. 1. service. He said the commodities it was 
hoped would be included in air cargo were those now moving 
in general at rates between 10 and 25 cents a ton-mile. He 
said studies by his association indicated that “at rates confi- 
dently expected by many aircraft manufacturers and air- 
lines,” as much as 35 per cent of the total railway express 
ton-mileage might be diverted to air, but that “no one believes 
that railway express will lose this much tonnage, or that sur- 
face carriers have exhausted all means for further rate re- 
ductions. It was unlikely that passenger traffic would soon be 
displaced as a major source of airline revenue, he averred. He 
said that speed as an advantage of airlines over other carriers 
would, after the war, diminish in relative importance, “for it 
has distinct limitations, established by the geography of 
distance.” 
Chester Thompson’s Views 


At the fifth session of the meeting, “Water Transportation 
After the War” was the theme, and Commissioner Woodward, 
of the Maritime Commission, presided. He said U. S. inland 
waterways had not been developed to “anything like their 
potential capacity,” suggested their coordination with ocean 
transport, and outlined postwar merchant marine problems. ; 


Chester Thompson, president of The American Waterways” f 


Operators, Inc., speaking on “The Future of Inland Water- 
ways,” asserted that, because of railroad resistance, joint 
rail-water rates now in effect did not cover_as much territory 
or aS many commodities as “could be desired,” but that the 
barge lines nevertheless had made much progress. He dis- 
cussed some of the commodities moved by barge and their 
relationship to the war program and contended that wartime 
use of the inland waterways had fully justified their develop- 
ment. He said that shippers and the general public must be 
made to realize fully that ‘fone agency of transportation should 
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never again be permitted to hold an absolute monopoly on 
the transportation needs of this great nation,” and that there 
must be “honest and fair’ competition among freight carriers 
and coordination of services if prosperity for all was to prevail 
in the future. 

Though commending the U. S. railroad system, he criti- 
cized what he described as railroad efforts to “hamstring” 
other forms of transportation. Opposing tolls for inland water- 
way use, he said the railroads themselves were substantial 
users of the Great Lakes, seacoast harbors and of rivers for 
car ferry and transfer operations, and that it must be as- 
sumed that in advocating tolls for “artificial” waterways but 
toll-free “natural” waterways, the railroads wanted to avoid 
paying any tolls for their use of improved ae and 
harbors. 

Almon E. Roth, president of the National Federation of 
American Shipping, Inc., described wartime operations of the 
American merchant marine and dealt with the problem of 
the size of the nation’s post-war merchant fleet, in view of 
plans of other nations to expan dtheir ship tonnage and ship 
services. He suggested that this country would have to im- 
prove the competitive position of its shipping as against that 
of other countries by eliminating wasteful practices in loading 
of ship cargo, that now constituted 40 per cent of ship operat- 
ing costs. He said that this country would need more ships 
than it had at the start of the present war as insurance against 
a future war, that Japan and Germany had counted on in- 
ability of the United States to transport men and materials 
across the ocean but had not realized the productive capacity 
of this country. He saw no reason for changes in the present 
form of ship operating and construction differential subsidies. 
He opposed adoption by this country of a policy of refraining 
from shipping service so that other maritime nations might 
have money with which to buy American products. 


Post- War Highway Transport 


Colonel Walter H. E. Jaeger, director of the department 
of research of the Army Industrial College, presided at the 


‘sixth session, in which “Highway Transportation After the War” 


was the general topic. Roland Rice, general counsel of Amer- 
ican Trucking Associations, Inc., after tracing the development 
of present-day motor transport, said there were now in this 
country 54,000 communities inhabited by 7,000,000 persons that 
were not served by railroad, most of them depending on trucks 
for freight service, and said the late Commissioner Eastman 
had said in 1942 that the country’s trucks were hauling one- 
fourth as many ton-miles of freight as the railroads. In the 
present war, he said, the trucks had been called on to carry 
more freight than ever, despite shortages of fuel, tires, new 
trucks, and manpower. He observed that truckers were finding 
it difficult to make ends meet because of rising costs and ceil- 
ings on their rates, but were hoping they could resume expan- 
sion of their industry after the war. 

John C. McWilliams, chief economist of the A. T. A., said 
that expansion of the scope of the Commission’s regulatory 
authority so as to include motor carriers and water carriers 
had placed on the Commission “an obligation it did not have 
before, to coordinate the transportation services afforded by 
the different types of carrier in order to provide adequate 
transportation in the public interest on a basis of fair profits 
for the carriers.” He said that the railroads in the middle 
1930’s had begun a concerted effort to eliminate highway com- 
petition, that their efforts in this direction had been blocked by 
the war, but that renewal of those efforts after the war would 
present ‘a serious threat to prosperity in the postwar rehabili- 
tations.” @ 

Road Accident Increase Predicted 


Russell E. Singer, general manager of the American Auto- 
mobile Association, warned that there was likelihood of an in- 
crease in highway accidents after the war because of “old cars, 
high speeds, inadequate street and highway facilities, and stale 
drivers.” Jack Garrett Scott, general counsel of the National 
Association of Motorbus Operators, said the intercity motor bus 
industry faced the problem of necessary rehabilitation of its 
physical equipment and plant, requiring an estimated invest- 
ment of about $100,000,000, of which about half would be spent 
on busses; the problem of “personal rehabilitation,” encom- 
passing an improvement in public relations “to erase whatever 
destructive effects crowded busses and inferior service of many 
k inds may have caused during wartime,” and a financial prob- 

lem in view of the prospect that decreased revenues after the 
war would not bring corresponding or simultaneous decreases 
in operating costs. He said he had great confidence in_ the 
bility of the industry to meet these problems. Gilbert Parr, 
hief of the cost section of the Commission’s statistical bureau, 
said he believed that in postwar years there would be an in- 
~reased trend toward coordination of rail and motor traffic. In 
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panel discussion, Mr. McWilliams emphasized the contention 
that rail rates on 1. c. 1. traffic were non-compensatory. 

“Integration vs. Coordination in Post-War Domestic Trans- 
portation” was the theme in the seventh session of the meet- 
ing. Participants in the program for that session were: Herbert 
Ashton, transportation analyst at the Army Industrial College, 
who reviewed arguments for and against transport-integration 
plans in a talk on “The Meaning and General Aspects of In- 
tegration;” Lewis C. Sorrell, director of research and planning 
of the Air Transport Association of America; J. V. Lawrence, 
managing director of American Trucking Associations; Carle- 
ton W. Meyer, assistant to the president of the New York 
Central; Mr. McWilliams, and William M. Leonard, transporta- 
tion officer in the War Production Board’s Office of Civilian 
Requirements. 


Air Transport and Integration 


Mr. Sorrell, speaking on “Problems of Integration in air & 
Transportation,” said that transport integration might take 
place without much coordination and that the meaning of the 
word “integration” was as vague as ‘“‘the purposes of most 
who employ it.” He said some believed that all for-hire types 
of transport should be merged into operating companies; that 
a smaller group believed that for-hire transport should be 
organized into monopolies, ‘‘regional perhaps, national maybe 
and ultimately,” and that others thought that some integrated 
transport systems should be created and allowed to compete 
with non-integrated ones, “thus providing a trial of organiza- 
tional strength.” Integration, he contended, only spelled out 
a decided weakening or reduction of competition between the 
forms of transport. With various modes of transport under 
control of one company, he maintained, the controlling com- 
pany would take the position that there was no need for it to 
compete with itself. He suggested that integration, to the 
extent it had progressed already, had not resulted in improve- 
ment of service of the component lines. He said that, in 1941, 
there. were fifteen class I steam railroads whose intercity 
passenger revenues constituted 64 per cent of the total Class I 
railroad revenue from that source, and that there were about 
19 of 132 class I intercity bus lines that were directly owned, 
controlled by or affiliated with one or more of those 15 railroads. 
These 19 bus lines, he said, in 1941 reported 30 per cent of all 
intercity bus line mileage, carried 38 per cent of the passengers 
and had 45 per cent of the intercity bus passenger revenues. 
If applications of rail-controlled bus lines for air operating 
rights were granted, he said, more than 75 per cent of all inter- 
city passenger business would be engrossed by the 15 railroads 
and 19 bus lines to which he had referred. He said it should 
be possible to ascertain whether “form competition” was any 
more destructive of the interests of security holders than “when 
rail carrier competition alone governed. Parceling out of air- 
lines among integrated transport companies, he averred, would 
inevitably subordinate the airlines to the older forms of trans- 
port in general and to the railroads in particular. He added 
that “certainly there can be no assurance that the organization 
of American railroads represents the best way of organizing 
our resources for transportation.” 


Mr. Lawrence said “integration” meant that railroad finan- 
ciers were entertaining visions of a new era of monopoly in 
transportation, with themselves as masters of huge transpor- 
tation corporations operating railroads, trucks, busses, air- 
planes and ships; that the aims of these ‘financiers were “quite 
obvious,” when it was considered that the railroads in the ten 
pre-war years had earned an average of only 2.14 per cent on 
their invested capital, while air, highway and water carriers 
earned good returns on investment through rapid turnover. 
He outlined transportation services that trucks had inaugurated 
and improvements in daily life of many communities that had 
been made possible by truck transport. He said motor carriers 
had built “something to be proud of” and that it was only 
human that they opposed integration of ownership. Trucks had 
provided incentive to railroads to improve their service, he 
declared, and he observed, in that connection, that some rail- 
roads had adopted passenger-train schedules for freight train 
service. After asserting that integregation of service was in 
the public interest, but that integration of ownership was not, 
he said that coordination of existing independent agencies of 
transport through joint rates would afford integration of service 
in the public interest, and that the motor carriers stood ready 
to join with other forms of transport to develop “a progressive 
and efficient transportation network for this country.” 


Argument for Integration 


Mr. Meyer suggested that, just as it “was possible for shop- 
pers to go to department stores to “outfit himself from head 
to foot,’”” and to go to specialized stores for special purchases, 
it should be possible for shippers to go to one company to 
obtain any various types of transportation services, other than 
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@ The full fury of America’s war-making power now 
swings to the Pacific; and, to the railways of the West 
comes the assignment of transporting a greater volume of 
traffic to shipping and embarkation points. 

Great Northern has been preparing for this concentra- 
tion of battle might—literally from the ground up. Major 
track improvements in the Montana Rockies and else- 
where along the railway’s main line have made possible 
swifter, safer movement of trains. 

Star track teams—seasoned construction crews who 
know how to build rugged roadbeds for heavy duty—are 
among Great Northern’s front line troops. They build 


the foundation of the railway’s traditional dependability. 
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A star track team in action on a main line relocation project in the Montana 
Rockies. This improvement enables Great Northern to move trains faster 
and safer through the mountains. 
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specialized services, that they might want and that might meet 
their requirements. He said that not only the “specialized” 
motor carriers, but also the private motor carriers were im- 
portant safeguards against monopoly in transport under a car- 
rier integration plan. He stated that the New York Central 
had contracts with 47 independent over-the-road motor carriers 
on its system, and that the only reason it did not have more 
such contracts was that independent truck lines would not 
enter into contracts on a “coordinated” trucking basis. He 
said it could reasonably be urged that in which the truckers 
wanted the railroads to join with them in establishment orf 
joint rates the railroads would lose control of the traffic and 
would lose contact with the shippers, and the next step would 
be for the trucker to solicit the whole haul for himself. 

Mr. Leonard said that a high degree of coordination of 
transport activities often required coordination of ownership. 
He said that the consolidation of carrier properties, with Com- 
mission approval, contemplated by the transportation act of 
1920 had been carried out only in part. Economies in transport 
service would not develop as rapidly as if consolidation of 
ownership were carried out, he averred, adding that it seemed 
that the public interest required a considerable degree of in- 
tegration. He urged greater consolidation of railroad properties, 
said that surface carriers should be allowed to operate air- 
lines, subject to approval of the proper authority, and con- 
cluded that consolidation, coordination and adjustments incident 
thereto could reduce transportation costs and open the door 
to better service. 

At a dinner concluding the meeting, Joshua B. Lee, mem- 
@ber of the Civil Aeronautics Board, was the principal speaker, 

is subject being, “Aviation Will Build a New World.” He said 
he could not agree with those who insisted that there would 
be no phenomenal increase in air passenger traffic after the 
war; that the post-war commercial world would be geared to a 
much faster tempo than ever before, and that the time-saving 
feature of aviation thus might be expected to create its own 
volume of traffic. He predicted that tourist and vacation 
travel after the war would be “terrific,” that travel by air 
would become “essential” for many, and that aviation would 
bring world markets “to our very doors.” 


Rail Employe-Management Relations 


The subcommittee on labor and personnel of the Railroad 
Committee for the Study of Transportation, established by 
the Association of American Railroads, has issued two reports, 
one on railroad personnel practices, the other on sharing in- 
formation with employes. 

Several recommendations for improving management-labor 
relations in the railroad industry are set forth in the report 
on personnel practices, including the following: 










The first step in the development of sound personnel practices is a 
realization on the part of management, beginning with the chief execu- 
tive and extending down through all supervisory ranks, that a need 
exists and that an intelligent effort should be made to meet the need. 
The next step is for the chief executive to delegate to a responsible 
personnel officer, with the necessary special training, experience and 
qualifications, the details of framing and presenting to the <xecvtives 
of the company recommendations for personnel policies and practices 
adequate to meet the needs of the particular railroad at the particular 
time. Once the general outlines of these policies and practices have 
been agreed upon, after full discussion among all concerned, the per- 
sonnel officer has the continuing responsibility of educating super'viscrs 
and employes alike about them and counseling and advising all con- 
cerned in their successful administration. 















In the light of considerations outlined in the report, the 
subcommittee said, the management of each railroad should 
carefully and thoughtfully review the personnel practices and 
methods of personnel administration now prevailing on the 
road. The report contained discussion about the following 
matters, which, it said, affected employe morale: (1) Pro- 
cedures to meet the immediate problem of reemployment of 
about 275,000 railroad employes now in the armed forces; 
(2) scientific methods of hiring workers; (3) sharing informa- 
tion with employes; (4) service or booster clubs; (5) suggestion 
systems—getting the benefit of employe ideas; (6) toilet and 
washroom facilities; (7) group insurance; (8) credit unions 
(mutual savings and loan associations); (9) recreational pro- 
grams, and (10) training of employes, including public rela- 
tions training, training of foremen, new employes, office em- 
ployes, etc. 

Because the railroads had been in operation so many 
years and employed people of so many different crafts and 
professions, their labor problems were proportionately more 
complex, the subcommittee said, adding that, for example, 
agreements recognizing seniority in the assignment of engine- 
men to locomotive runs went back at least to 1875. It said that 
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one large railroad had more than 200 agreements with 28 
separate and distinct unions, “each interested in seeing that 
no encroachments are made by others upon the work of the 
craft it represents.” Many agreements were complicated and 
voluminous and were couched in terminology peculiar to the 
railroad industry, “which has a language of its own,” the re- 
port stated. It observed, also, that rail management, in handling 
railway labor relations, was largely governed by state and 
federal laws that specified a procedure peculiar to the industry, 
and said these laws and regulations varied from state to state. 
Training of foremen and supervisors, and lifting of their jobs 
out of the realm of mere inspection into the realm of real 
supervision, where they might have a helpful influence on the 
careers of those reporting to them, was one of the most im- 
portant of all personnel practices, the subcommittee said. It 
suggested that there was a need for some recognized method 
whereby an employe could be helped to change jobs within 
the railroad organization when his off-duty studies or his 
sincere interest qualified him for different work. 

Conclusions stated in the report on sharing information 
with employes were: 


1. A company which would have its employees appreciate and un- 


derstand the problems of management should inform them about these 
problems. 


2. Employees should be in position intelligently to discuss their 
industry, and should therefore be given facts which will enable them 
to do so. 

3. Several procedures for sharing company information with em- 
ployes are in widespread use in the railroad industry, such as the em- 
ploye publication, or ‘‘house organ,’’ the information bulletin, and the 
conference method. For most railroads conducting a survey of their 
information activities it will not be a question of ‘‘Should we use 
them?’’—but rather, ‘‘How can they be improved?’’ Now can be truly 
effective unless they consider fundamental problems of the industry 
with courage and common sense. 

4. The employe handbook and the annual report to employes are 
coming into wider use in industry generally, but have not been adopted 
by railroads to any considerable extent. The subcommittee believes that 
railroads which have not used such media should give thoughtful con- 
sideration to their advantages. 


Missouri Pacific Labor Dispute 


An emergency board appointed by the late President 
Roosevelt in April to investigate a dispute between the Mis- 
souri Pacific Railroad Co. and certain of its firemen and 
engineers, observes in its report that “most of the cases in- 
cluded in the strike ballot and presented to this board involve 
matters which, in our opinion, could have been presented to 
the first division of the National Railroad Adjustment Board 
under the provisions of section 3 of the National Railway 
Labor Act, as amended. Section 10 of that act, as its title and 
provisions clearly indicate, should be resorted to only in cases 
of emergency, after all of the intervening steps provided by 
the act have been taken.” 

The board, composed of H. Nathan Swaim, of Indian- 
apolis, chairman; Leif Erickson, of Helena, Mont.; and Robert 
W. Woolley, of Washington, D. C., said also that no employe 
organization should resort to the use of a strike ballot to 
create an emergency for the purpose of avoiding the necessity 
of taking the intervening steps provided by the act. If this 
became a practice, it said, the general plan of handling rail- 
road labor disputes at present would be gravely jeopardized. 
Delays in processing claims through the adjustment board 
did not justify the failure to file claims with the division, the 
board said, but that both parties should exert every effort to 
overcome such delay and to remedy the situation. 

Several of the points on the strike ballot centered around 
alleged violations by the carrier involved in the use of hand- 
fired engines on “fast and heavy” service in violation of the 
order of the Commission in No. 24049, which required various 
railroads to complete the installation ‘of stokers on prescribed 
types of locomotives within designated periods of time. 

The board found that transfer service in the St. Louis, 
Kansas City and Omaha terminals was heavy transfer service 
within the provisions of the order and that hand-fired loco- 
motives of 175,000 pounds or more on drivers in this service 
should be provided with two firemen. It made the same ruling 
with reference to locomotives weighing more than 175,000 
pounds used in runs of 25 miles or more straightaway to and 
from coal mines, and said such locomotives should not be used 
in pusher or helper service. Two firemen must be employed 
on such locomotives, under the board’s ruling, in branch line 
service where more than 60 per cent of the tonnage rating of 
the locomotives is handled. 

The board allowed certain time claims because it said the 
carrier had violated the rules of the agreement between the 
employes and the company as to the use of others than engine- 
men to handle engines between the trains and the roundhouse 
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at two points, and ruled on the seniority of one fireman. It 
refused to entertain a charge that the carrier had instituted 
expensive fueling and water equipment at three points near 
large terminals to circumvent the firemen’s agreement. The 
ordinary changing of its facilities by a carrier was a preroga- 


tive of management that could not be taken away from it. 


except by agreement, the board said. ‘ 
It also ruled that troop and circus trains were to be con- 
sidered as passenger service. 


Trucking Wage Order 


The National War Labor Board has affirmed a directive 
order of its Trucking Commission which directed the Walnut 
Transfer and Storage Company, Atlanta, Ga., to guarantee 54 
hours of work a week to regular employes, on the basis that 
such a guarantee is the practice among most of the pick-up and 
delivery companies in the area. 

The board also affirmed provisions of the order which di- 
rected pay for six holidays, not worked, on the ground that it 
is industry and area practice. The commission also had directed 
increases in wage rates of from 51 to 61 cents for drivers; 45 
to 51 cents for drivers’ helpers and from 40 to 50 cents for 
starting drivers’ helpers, as being in line with approvable rates 
for the area. The board affirmed these adjustments, but modi- 
fied the directive order to provide that the full adjustment 
should be placed in effect as of last August 4, the date of cer- 
tification of the dispute. The Trucking Commission had directed 
that rates of 54 cents for drivers, 48 cents for drivers’ helpers, 
and 46 cents for starting drivers’ helpers should be retroactive 
to July 8, date of signing of the contract, and that the 61, 51 
and 50 cent rates should be effective November 1, the date of 
the Commission’s directive order. 


The International Brotherhood of Teamsters, A. F. L., bar- 
gaining representative for the 68 employes involved, requested 
that the retroactive date for all increases be July 8. 


The company appealed from the order on the issues of 
wage rates, pay for holidays not worked and the guaranteed 
work week. The union appealed from the amount of the wage 
increase and from the retroactive date. 


The commission’s directive order included the following 
which were not appealed: time and one-half after 54 hours of 
work in any one week; one day of a week to compensate for 
Sunday work whenever required; a lunch period of not less 
than 30 minutes, but not to exceed 45 minutes in any one day; 
and one week vacation with pay. 


HOURS OF WORK ON SHORT LINE 


The Supreme Court of the United States has denied peti- 
tions for certiorari in No. 1101, R. Miller, Petitioner, vs. Missis- 
sippi & Skuna Valley Railroad Co., and No. 1102, J. L. Oakley, 
Petitioner, vs. Same, thereby leaving undisturbed a decision of 
the U. S. Circuit Court of Appeals for the Fifth circuit affirming 
the decision of the trial court by which was granted a motion 
by the railroad to dismiss the complaints of Miller and Oakley, 
locomotive engineers employed on the M. & S. V., for recovery, 
under the Adamson 8-hour law, of wages for time worked over 
eight hours a day. The railroad, extending a distance of 29.24 
miles between a point on the Illinois Central in Mississippi to 
Bruce, Miss., contended that as an independently owned rail- 
road less than 100 miles long it was excepted from provisions of 
the Adamson act under a proviso in that act, and that the peti- 
tioners had expressly agreed to work for the hours they had 
worked and for the wages already paid them. The petitioners 
contended that the M. & S. V. was engaged in “transfer of 
freight between railroads or between railroads and industrial 
plants” to which the Adamson act applied, but the trial court 
held that the term “transfer of freight between railroads,” etc., 
did not mean the usual transportation of freight by a short line 
carrier on its own tariffs from a connecting line at one end of 
its line to a connecting line at the other end. 


MOTOR ACT PROSECUTIONS 


New Jersey district, at Trenton. Motor Freight Express, 
York, Pa., was fined $500 following conviction after trial before 
the court without a jury on an information charging it with 
violations of part II of the interstate commerce act. The fine 
was ordered to be paid. The defendant was charged with oper- 
ating as a common carrier of property by motor vehicle in inter- 
state commerce, without compensation, without there having 
been issued to it by the Commission a certificate authorizing 


the particular operations that were described in the informa- 
tion. 


1253 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. Missouri, E. D.) Plaintiff asserting 
affirmative of issue had burden of proof, and the rule was not 
changed by fact that action was for a declaratory judgment. 
Jud. Code Sec. 274d, 28 U. S. C. A. Sec. 400. 

Federal District Court has no power to alter land grant 
equalization agreements between government and carriers or 
read into them something that was not there and was not in- 
tended to be there. 

Land grant equalization agreements between government 
and eastern railroads could not be construed as providing that 
eastern railroads would absorb a portion of land grant deduc- 
tions accruing on account of land grant mileage in southwestern 
territory. 10 U.S. C. A. Sec. 1375. 

Court cannot rewrite or make a contract for parties, regard- 
less of how desirable settlement of their differences by that 
means may be. 

Order of Interstate Commerce Commission directing eastern 
carriers and western carriers to fix division of joint rates did 
not apply to land grant rates. 10 U. S. C. A. Sec. 1375; Inter- 
state Commerce Act. Sec. 15(6), 49 U. S. C. A. Sec. 15(6). 

Whether contract is actually signed by parties is immaterial 
so long as terms of contract were agreed upon and understood 
by parties. Where there is a dispute regarding meaning of 
terms used in a contract,.and the subject matter of contract re- 
lates to a particular industry, that meaning will be given to 
it which the context in which it is found, the business to which 
it relates, the circumstances under which it is used, show, in 
light of principal apparent purpose of parties, that it was in- 
tended to have. 

The term “joint rates,” as used in Interstate Commerce Act 
and decisions, orders, and rules of Interstate Commerce Com- 
mission does not include land grant rates. 10 U. S. C. A. Sec. 
1375; Interstate Commerce Act Secs. 1(4), 6(1, 3, 4), 15(1, 6), 
49 U.S. C. A. Secs. 1(4), 6(1, 3, 4), 15(1, 6). 

The Interstate Commerce Commission does not have juris- 
diction over land grant rates. 10 U. S. C. A. Sec. 1375; Inter- 
state Commerce Act. Secs. 1(4), 6(1, 3, 4), 15(1, 6), 49 U. S. 
C. A. Secs. 1(4), 6(1, 3, 4), 15(1, 6). 

A “joint rate,” as used in division sheet established by 
eastern and western railroads fixing division of joint rates for 
traffic moving between points in the respective eastern and 
western territories, is a rate contained in a joint tariff by virtue 
of an arrangement or agreement between two or more carriers, 
evidenced in manner provided by Interstate Commerce Commis- 
sion, and does not include land grant rates. 10 U. S. C. A. Sec. 
1375; Interstate Commerce Act. Secs. 1(4), 6(1, 3, 4), 15(1, 6), 
49 U.S.C. A. Sees. 1(4), 6(1, 3, 4), 15(1, 6). 

Where contract is ambiguous as to meaning of term used 
therein courts may look to intention and understanding of par- 
ties to contract. 

Evidence of intent and purpose may not be shown to vary 
a contract, but it may be offered to show that no contract was 
in fact made. 


Where division sheet was established by eastern and west- 
ern railroads pursuant to order of Interstate Commerce Com- 
mission to fix division of joint rates for traffic moving between 
points in respective eastern and western territories, evidence 
was insufficient to establish that parties to division sheet in- 
tended to agree to a division of land grant rates. 10 U.S. C. A. 
Sec. 1375; Interstate Commerce Act. Secs. 1(4), 6(1, 3, 4), 
15(1, 6), 49 U.S. C. A. Sees. 1(4), 6(1, 3, 4), 15(1, 6). 


Acts and practices of parties, as to division of joint land 
grant rates, contemporaneous with and following establishment 
of joint division sheet, could be considered in determining 
whether the division sheet was intended to provide for division 
of land grant rates. 10 U. S. C. A. Sec. 1375; Interstate Com- 
merce Act. Secs. 1(4), 6(1, 3, 4), 15(1, 6), 49 U. S. C. A. Sees. 
1(4), 6(1, 3, 4), 15(1, 6). 

A “contract” is a deliberate agreement between competent 
parties to do, or to refrain from doing, some act, but there 
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must be a meeting of minds of parties and they must assent 
to the same thing in the same sense. 

Division sheet established by eastern and western railroads, 
in compliance with order of Interstate Commerce Commission, 
to fix division of joint rates for traffic moving between points 
in the respective eastern and western territories, was not a 
contract to allocate or apportion revenues accruing from ship- 
ment of government freight subject to land grant deductions, 
and did not govern division of land grant rates, in view of 
fact that commission did not have jurisdiction of land grant 
rates, parties did not believe they had entered into contract 
with respect to such subject, and contrary claim was not made 
until over three years after division sheet had been established. 
10 U. S. C. A. Sec. 1375; Interstate Commerce Act. Secs. 1(4), 
6(1, 3, 4), 15(€1, 6), 49 U. S. C. A. Sees. 1(4), 6(1, 3, 4), 
15(1, 6). 

Where primary purpose of action was to obtain a declara- 
tory judgment, Federal District Court had jurisdiction to grant 
"on injunctive relief. Jud. Code Sec. 274d, 28 U. S. C. A. 

ec. t 

Where eastern and western railroad had, not joint, but 
individual, land grant equalization agreements with government 
revenue accruing from shipment of government freight subject 
to land grant deductions was to be divided on territorial basis, 
that is, on the basis of deductions for land grant mileage in 
the respective territories rather than on division sheet fixing 
division of joint commercial rates for traffic moving between 
respective territories, and western railroads, when they were 
collecting carriers, would be enjoined from deducting from 
revenue due eastern railroads, and land grant deductions other 
than those assumed by the eastern railroads in their respective 
equalization agreements with the government. Jud. Code Sec. 
274d, 28 U.S. C. A. Sec. 400; 10 U. S. C. A. Sec. 1375. (Thomp- 
son vs. Baltimore & O. R. Co., 59 Fed. Supp. 21.) 





(Supreme Court of Washington.) The standard established 
by statute for guidance of Department of Public Service in 
determining whether granting or extension of a permit to 
transport property for compensation will impair stability or 
dependability of existing service essential to public needs is 
as definite as is practicable, and statute is not unconstitutional 
as delegating legislative power to department. Rem. Supp. 
1941, Sec. 6382-5. 

A corporation engaged in warehousing and trucking busi- 
ness does not have an inherent right to move freight over 
highways of state for compensation. 

The public policy designed to be subserved in regulating 
carriers for gain is to conserve the highways and render them 
as safe as possible for public and to stabilize service and 
rates in the transportation of passengers and freight. Rev. 
Supp. 1941, Sec. 6382—5. 

Findings of Department of Public Service that several 
other companies were already providing adequate local cartage 
service in Tacoma similar to service for which applicant sought 
an extension of its permit to do local cartage in Seattle, and 
that several units of equipment of such companies were usually 
idle, —" supported by the evidence. Rem. Supp. 1941, Sec. 
6382—5. 

Conclusion of Department of Public Service that extension 
of permit of trucking company engaged in local cartage in 
Seattle so as to permit extension of such services to Tacoma 
would not be in the interests of shipping public, but would 
impair stability of existing service, was supported by evidence 
and findings indicating adequacy of existing local cartage serv- 
ice in Tacoma, and department did not act arbitrarily in deny- 
ing application for extension. Rem. Supp. 1941, Sec. 6382—5. 

That transcript of testimony taken before Department of 
Public Service was prepared for department’s convenience be- 
fore it rendered decision denying application for extension of 
permit to do local cartage did not preclude assessing against 
applicant the cost of preparing such transcript as part of statu- 
tory court costs of proceedings in superior court to review 
Department’s decision. Rem. Rev. Stat. Sec. 10428. (Taylor- 
Edwards W. & T. Co. vs. Department of Public Service, 157 
Pac. 2d 309.) 


“Negative Order” Question 


The federal court for the eastern Pennsylvania district has 
granted a motion of the Commission for dismissal of a com- 
plaint filed by Motor Freight Express, a Pennsylvania operator, 
asking the court to enjoin enforcement of an order of the Com- 
mission denying Motor Freight’s application for a certificate 
covering certain suburban area services, and another order of 
the Commission denying a petition for reconsideration, the lat- 
ter order containing no comment. 

The court said Motor Freight was a wholly-owned subsidi- 
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TELEGRAPHS AND TELEPHONES 


(Appellate Court of Illinois, First District, Third Division.) 
Sender of telegram was barred from recovering damages from 
telegraph company for erroneous quotation of sales price of 
kitchen machinery by failure to file claim therefor within 60 
days after message was filed with company as provided by 
company’s tariff regulation filed with Federal Communications 
Commission, notwithstanding that sender did not discover mis- 
take in transmitting incorrect price within the 60-day period, 
where sender during course of correspondence could have deter- 
mined whether message had been correctly transmitted within 
the 60-day period. (Quinn vs. Peoples Trust & Savings Com- 
pany, 60 N. E. Rep. 2d 281.) 


ary of Baltimore Transfer Co., and that, in its operations, it 
must use care to re-bill each consignment to and from the 
parent corporation handled in pick-up and delivery operations 
in Philadelphia and Baltimore, so that such shipments were at 
all times under the billing of the Baltimore Transfer Co. The 
court said Motor Freight feared that, in those instances where 
it failed to re-bill the merchandise to or from the parent com- 
pany in conjunction with pick-up and delivery service, it might 
be “in technical violation of its certificate of authorization and 
may subject it to criminal or civil penalties under the act.” 

“Since the order of the Commission does not, of itself, 
adversely affect any present right of the plaintiff it is, there- 
fore, a ‘negative order’ of an administrative body without the 
scope of review by this court,” the opinion said, quoting Roches- 
ter Telephone Corp. vs. United States, 307 U. S. 125, 59 Sup. 
Ct. 754, 83 L. Ed. 1147. It observed that the Commission might 
institute civil or criminal proceedings under section 222 of the 
act to determine the legality of suburban operations by Motor 
Freight under the certificate it now held, but that it was not 
required to determine plaintiff’s request for an affirmative state- 
ment that a certificate authorizing those additional services was 
unnecessary. For the court to determine the issue, it said, 
would be nothing more than an advisory opinion, adding that 
such suits were considered beyond its province. 

A memorandum to the Commission, written by Allen Cren- 
shaw, a Commission attorney, and concurred in by Chief Coun- 
oe Knowlton, after a review of the opinion, concludes as fol- 
OWS: 

“It is believed that this opinion affords authority to support 
the Commission’s position in this and other cases, that is not 
required to decide questions of law, properly within the juris- 
pn of courts, which relate only to a claim of right under 
the law.” 


JOHN W. TOCCO SUIT 


The federal court for the eastern Washington district has 
set aside the order of the Commission in MC 18209, John W. 
Tocco, Common Carrier Application, in which the Commission, 
after extended proceedings, granted authority to the applicant 
to operate as a common carrier of general commodities between 
points in Idaho, and between designated points in Oregon and 
Washington. The court said the Commission had not made the 
necessary findings to support its order. 

While making this assertion the court said, in order to 
expedite the proceeding which, it observed, had been instituted 
in 1936, that it had examined one exhibit covering shipments on 
the assumption that the Commission had based its order ex- 
clusively on that exhibit. The court said it had no hesitancy in 
deciding that the exhibit contained no substantial evidence to 
support the conclusion of “long continued and successful opera- 
tions through the territory and between the points for which 
the certificate was granted.” Admitting it was no part of the 
court’s function to fix any limits beyond which the Commission 
could not grant authority to operate, the court said it was not 
attempting so to do, but was making the observation as to the 
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exhibit “solely for the assistance of the Commission when it 
has the matter before it for reconsideration.” 

The case was docketed in the district court as civil action 
No. 427, Inland Motor Freight, et al. vs. United States of 
America, et al. 


Transport Statistics Comment 


The traffic forecast for May indicated an increase over May 
of last year of 2.7 per cent in loadings of carload freight and a 
4.4 per cent increase in less-than-carload loadings, said the 
Commission’s Bureau of Transport Economics and Statistics 
in its monthly comment on transportation statistics for May. 

Decreases were predicted in livestock, coal, coke, forest 
products, and petroleum and products, and increases in grain 
and products, ore and miscellaneous other than petroleum and 
products. For all carloadings, the bureau said, the expected 
increase in May this year over last year was 2.9 per cent. 

Average weekly carloadings of all committees, continued 
the bureau, based on the last four weeks of April were 843,610, 
an increase of 3.0 per cent over the carloadings in the corres- 
ponding period in 1944. Continuing, the bureau said: 


Revenue carloadings should average 886,600 cars per week during 
the four weeks ending May 26, 1945. This estimate is 5.1 per cent 
above the April level of 843,610 cars, and 25,100 cars per week, or 
2.9 per cent above average loadings in May, 1944. Merchandise less- 
carload loadings are expected to be substantially higher than last 
year, due to special permits designed to move box cars into the west, 
and to additional labor supply at the more congested transfer points. 
Grain and grain products shipments by rail in May are estimated at 
29.2 per cent above similar loadings in May, 1944. Not only has a 
considerable back-log of grain awaiting movement been built up during 
the past few months of bad weather and car shortages, but also the 
current export program anticipates substantial additional movement 
through the Atlantic and Gulf ports. 

Ore loadings in May are also expected to be above last year. 
Miscellaneous carload freight, other than petroleum and petroleum 
products shipped in tank cars, should continue to run higher than a 
year ago. Among the commodities in which increases are rather 
generally indicated are sand and gravel, beverages, fruits and vege- 
tables, salt, autotrucks, motor vehicles KD and parts, and steel. All 
other A. A. R. commodity groups are expected to move in smaller 
volume than in May, 1944. The estimate of a decrease of 5.1 per cent 
in revenue coal shipments will probably prove to be too high. At the 
time the forecast was made, it was thought that anthracite mine wage 
negotiations would be completed by May 1 and that there would be 
no work stoppages in that sector. Actually, not only have the anthra- 
cite mines been out of operation for several days, but also some bitu- 
minous miners, not aware of contract approval, have been absent from 
their work. 

Loadings of carload freight for the first six months of 1945 are 
now estimated at 18,653,012 cars, an increase of 44,932 cars, or 0.2 
per cent, from the first half of 1944. Actual loadings through April, 
included in the estimate, were 0.7 per cent under loadings of carload 
freight for the corresponding period of last year. Grain and grain 
products, ore, and miscellaneous freight, other than petroleum and 
products in tank cars, are the commodity groups now expected to load 
in heavier amount than in 1944. 

Forecasts for July through October indicate that loadings of carload 
freight in this period should be 0.5 per cent above similar loadings for 
these four months in 1944. 


Freight Car Utilization 
Saying that the number of days required to complete the 
average loaded and empty car movement of a freight car was 
influenced both by the mileage a car-day that could be obtained 








Revenue Freight Loading 


Revenue freight loading the week ended May 5 totaled 
863,399 cars, according to the Association of American Rail- 
roads. This was 35,822 cars of 4 per cent below the preceding 
week, 27,861 cars or 3.3 per cent above the corresponding week 
of 1944, and 46,861 cars or 5.7 per cent above the corresponding 
week of 1943. 
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and by the average length of haul a carload, the bureau pointed 
out that a decrease in turn-around time that would result from 
an increase in miles a freight-car day, might be largely offset 
when the length of haul increased sufficiently. 


In 1944, the bureau continued, the average turn-around time 
for the empty and loaded movement was 14.05 days as com- 
pared with 14.27 days in 1943, while the constructive number 
of days required for the loaded haul was 9.33 in 1944 and 9.44 
in 1943. The winter months usually showed a greater turn- 
around time than the months in other seasons, said the bureau, 
with December showing a higher rate than the following Janu- 
ary. Except for July, September, October, and December, con- 
tinued the bureau, the averages for different months of 1944 
showed an improvement over the corresponding months of 1943. 


Train Performance 


Although freight train performance in 1944 generally 
showed an improvement over 1943, the reverse was true for the 
first two months of 1945- as compared with the same months 
of 1944, the bureau averred. This might not, however, be indica- 
tive of the situation for the remainder of the year, continued 
the bureau, adding that weather conditions, that necessitated 
embargoes and detours, adversely affected operating efficiency 
in the early months of 1945. 

Freight traffic density, as measured in net ton-miles a mile 
of road a day, said the bureau, increased from 9,291 in 1943, 
to 9,441 or 1.6 per cent, but the average number of freight train 
miles a mile of road a day was the same in both years. For the 
first two months of 1945, the bureau continued, the average 
freight train miles a mile of road a day and the average num- 
ber of net ton-miles a mile of road a day were 3.6 and 4.7 per 
cent, respectively, below the averages for the same period in 
1944. The number of empty cars a train declined 11.7 per cent, 
no doubt as the result of operating conditions, said the bureau. 

“Possenger train performance as measured by the operat- 
ing averages shown above reached a higher level in 1944 than 
in 1943,” the bureau reported. ‘Train miles per mile of road 
per day increased from 7.8 to 8.0 or 2.6 per cent. The average 
number of cars in locomotive-propelled trains increased from 
9.96 to 10.31 or 3.5 per cent, while the average speed of such 
trains increased slightly. The passenger service operating aver- 
ages for the first two months of 1945 do not reveal any signi- 
ficant changes from those of the same period in 1944.” 


Freight Locomotive Performances 


Noting that Class I steam railways, beginning with Janu- 
ary, 1945, were required to report additional information re- 
garding train performance by kind of locomotive in their month- 
ly reports of operating statistics, the bureau reported that a de- 
cline in the various aggregates for steam locomotive trains in 
the 1945 period as compared with those of the same period in 
1944 ranged from 7.1 per cent in train hours to 10.6 per cent 
in the gross ton-miles of cars, contents, and cabooses. For diesel- 
electric trains in freight service, the bureau continued, the in- 
creases ranged from 115.1 per cent in the case of train miles 
to 133.1 per cent for the load behind these locomotives as meas- 
ured in gross ton-miles. Steam locomotives in the two-month 
period of 1945 hauled 92.6 per cent of the total gross ton miles 
(excluding locomotives and tenders) as compared with 95.9 per 
cent in the 1944 period, while diesel-electrics hauled 5.6 per 
cent in 1945 and 2.2 per cent in the previous period. The bureau 
said that severe weather conditions in January and February 
adversely affected the volume of traffic, particularly in the east, 
where steam operation was high in relation to diesel. 


Railway Coal Costs—Price Increase 


Noting that on April 30, Stabilization Director William H. 
Davis authorized the Office of Price Administration to increase 
the price ceiling on bituminous coal by 16 cents a ton on a 
nation-wide average, and that the increase had been authorized 





Revenue Freight Car Loading—Week Ended Saturday, May 5 


Grain and Live 
grain-prod. stock Coal 
{1945 52,333 17,629 143,342 
Total all TOMAS. .......ccccccccces { 1944 38,388 15,857 170,672 
(1943 45,621 15,688 142,140 
Preceding week April 28.......... 1945 52,725 16,563 175,626 
Per cent increase over............ 1944 36.3 12 
Per cent decrease under.......... 1944 16.0 
Per cent increase over............ 1943 14.7 12.4 8 
Per cent decrease under.......... 1943 
1945 813,542 269,066 2,915,825 
Cumulative 18 weeks to May 5..41944 849,403 275,458 3,144,305 
1943 851,874 246,532 3,010,472 
Per cent increase over............ 1944 
Per cent decrease under......... .1944 4.2 2.3 7.3 
Per cent increase over...... occ ee LM 9.1 
Per cent decrease under.......... 1943 4.5 3.1 


Forest Mdse. 
Coke roducts Ore L. C. L. Miscellaneous Total 

15,279 43,052 73,702 112,787 405,275 863,399 
14,407 43,652 69,083 106,346 377,133 835,538 
13,523 44,792 66,979 98,125 389,670 816,538 
15,139 40,986 72,921 113,977 411,284 899,221 
6.1 6.7 6.1 7.5 3.3 

1.4 
13.0 10.0 14.9 4.0 5:7 

3.9 
262,575 723,444 480,432 1,877,860 6,964,961 14,307,705 
269,711 773,564 450,417 1,872,319 6,705,060 14,340,237 
266,921 727,118 391,433 1,697,145 6,589,832 13,781,327 

6.7 8 3.9 

2.6 6.5 3 
22.7 10.6 5.7 3.8 


1.6 5 
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to compensate mine operators for greater labor costs under the 
new soft coal contracts, the bureau continued: 


During the year 1944 Class I steam railways, including switching 
and terminal companies, purchased 138,795,009 tons of coal for $380,182,563, 
or at an average of $2.74 per ton. Had the cost per ton been $2.90 
($2.74 plus $0.16) during that year, railway coal costs would have been 
increased by $22,207,000, or 5.8 per cent. In the first two months of 
1945 these companies spent $59,294,905 for 21,452,003 tons of coai, which 
was about $3,430,000 less than it would have been had the new ceiling 
price been in effect in these two months. 


U. S. and Canadian R. R. Earnings 


Saying that Canada’s Dominion Bureau of Statistics had 
reported that one effect of the war on the Canadian railways 
had been to raise their revenues to the highest point in their 
history, the bureau added that this was also true of the United 
States railways but in a different degree. 


“The impact of the war on Canadian railway operations 
was relatively greater in 1940 and 1941 than on United States 
railway operations but this is understandable in view of the 
earlier entry of Canada into the war,” said the bureau. “In 
1942, after the United States had become a belligerent, freight 
traffic was stimulated to a greater extent than in Canada, but 
it was not until 1943 that passenger traffic in the United States 
also showed a relatively greater gain than in Canada. In both 
countries the operating ratio was reduced about 10 percentage 
points from 1939 to 1943, but has risen in both countries in 
1944, from 71.9 in 1943 to 79.4 in 1944 in Canada, and from 62.5 
in 1943 to 66.6 in 1944 in the United States.” 


Other topics reviewed by the bureau in its monthly com- 
ment included revenues, expenses, and net earnings of steam 
railways of the United States, comparison of local transit 
traffic, and steam railway passenger traffic, 1940-1943, and 
railroad abandonments, 1920-1943 (see Traffic World, May 5, 
p. 1163). Under the heading of railway employes, the bureau 
reported that a preliminary count of all employes of Class I 
steam railways as of the middle of March, 1945, was 1,422,041, 
which was 1.59 per cent above the March, 1944, total, and 
0.65 per cent above that of February, 1945. 


RELEASE OF WITHHELD STATISTICS 


Data concerning specified strategic and critical materials 
that have been withheld from publication since 1942 because 
of wartime restrictions, will now be included in the monthly 
and annual reports of freight commodity statistics filed with 
the Commission by Class I and II steam railways, respectively, 
the Commission, division 1, has ruled in an order under the 
title, In the Matter of Freight Commodity Statistics. 

Commencing with the reports for March, 1945, and there- 
after until further order, the division said, data relating to the 
following individual classes of commodities would be included 
in the reports filed by steam railways: Copper ore and concen- 
trates; lead ore and concentrates; zinc ore and concentrates; 
crude rubber (not reclaimed); copper—ingot, matte, and pig; 
copper, brass, and bronze—bar, sheet, and pipe; lead and zinc 
—ingot, pig, or bar; aluminum—ingot, pig, or slab; alcohol, 
denatured or wood; sulphuric acid; and explosives, N. O. S. 

The division said it had been advised by the Bureau of the 
Budget, Executive Office of the President, that there were now 
no objections on the grounds of security to the Commission’s 
publication of current data relating to the aforementioned ma- 
terials as contained in the reports of freight commodity statis- 
tics filed with its Bureau of Transport Economics and Statistics. 
Permission had now been granted, the division said, for release 
of this information for the entire period from 1942 on. The 
division set aside the order of April 27, 1942, that modified the 
order of November 22, 1927, as amended, In the Matter of 
Freight Commodity Statistics. 


SUMMARY STATISTICAL TABLES 


The Commission has issued a compilation of the summary 
tables of its 57th annual report on the Statistics of Railways in 
the United States. The tables were for the year ended Decem- 
ber 31, 1943, and include selected data for the Pullman Co., 
Railway Express Agency, Inc.; Electric Railways; carriers by 
water; oil pipe lines; motor carriers; freight forwarders; and 
private car owners subject to the interstate commerce act, for 
the year 1943. The summary was prepared by the Commission’s 
Bureau of Transport Economics and Statistics. 

Copies, paper covered, are for sale by the Superintendent 


of Documents, U. S. Government Printing Office, Washington 
25, D. C., for fifty cents. 


FREIGHT COMMODITY STATISTICS 


The Commission has issued statement M500, prepared by 
its Bureau of Transport Economics and Statistics, of freight 
commodity statistics of Class I steam railroads for November, 
1944, showing freight traffic originated, freight traffic termi- 
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nated, total freight traffic carried, and freight revenue, by 
classes of commodities and regions. 

The compilation showed, as to both carload and less-car- 
load traffic, a total of 122,888,786 tons of revenue freight origi- 
nated, 116,052,114 tons terminated, total freight traffic (including 
duplications) of 246,019,076 tons, and freight revenues amount- 
ing to $610,525,780. Carload traffic accounted for 3,059,523 car- 
loads, or 121,162,452 tons, of revenue freight originated, 2,954,- 
572 carloads, or 114,345,143 tons, of revenue freight terminated, 
total freight traffic (including duplications) of 6,437,748 car- 
loads, or 242,590,358 tons, and freight revenues amounting to 
$578,557,888. As to forwarder traffic, included in the carload 
manufactures and miscellaneous, n. o. s. item, the compilation 
showed a total of 15,322 carloads, or 282,437 tons, of revenue 
freight originated, 15,906 carloads, or 285,195 tons, of revenue 
freight terminated, total freight traffic (including duplications) 


of 33,321 carloads, or 609,886 tons, and freight revenues amount- 
ing to $5,585,751. 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, exclusive of 
switching and terminal companies, totaled $80,217,071 in coaches 
and $53,967,985 in parlor and sleeping cars for January, 1945, 
as against $81,620,872 and $53,788,980, respectively, for Janu- 
ary, 1944, a decrease of 1.7 per cent with respect to coach 
revenue, according to a compilation by the Commission’s Bureau 
of Transport Economics and Statistics of passenger traffic 
statistics, other than commutation, statement M-250. 

Revenue passengers carried for January, 1945, totaled 40,- 
832,939 in coaches and 5,363,329 in parlor and sleeping cars, as 
against 39,979,741 and 5,317,309, respectively, for January, 1944, 
increases of 2.1 per cent and 0.9 per cent, respectively. 

In the figures for districts and regions the most striking 
per cent of change occurred in the southern district, Pocahontas 
region, where passenger revenue in coaches dropped 22.4 per 
cent from January, 1944, to January, 1945, and where number 
of passengers carried in coaches fell 20.5 per cent in the same 
period. There was a decrease of 8.6 passenger revenue in parlor 
and sleeping cars but an increase of 3.4 per cent in the number 
of passengers carried by those facilities. 


FREIGHT CAR REPORT 


According to the car service division of the Association of 
American Railroads, rail carriers reported a daily average sur- 
plus of 14,252 freight cars, and a daily average shortage of 
13,392 freight cars, for the week ended May 5. The surplus was 
made up as follows: Plain box, 1,624; auto box, 30; flat, 120; 
gondola, 1,322; hopper, 2,015; and miscellaneous, 9,141. 

The shortage was made up as follows: Plain box, 12,688; 
auto box, 349; fiat, 148; gondola, 62; hopper, 102; and miscel- 
laneous, 43. 

A daily average surplus of 14,388 freight cars and a daily 
average shortage of 14,641 freight cars were reported by United 
States railroads for the week ended April 28, according to the 
car service division of the Association of American Railroads. 
Constituting the surplus were cars of the following types: Plain 
box, 2,040; auto box, 62; flat, 109; gondola, 1,433; hopper, 1,378, 
and miscellaneous, 9,366. Comprising the shortage were: Plain 


box, 13,912; auto box, 335; flat, 66; gondola, 88; hopper, 219, and 
miscellaneous, 21. 


PUBLIC-MERCHANDISE WAREHOUSING 

Statistics on public-merchandise warehousing for March, 
as reported by 692 firms, have been issued by J. C. Capt, 
Director of the Census. The percentage of space occupancy at 
the end of March was reported as 86.4 per cent, as compared 
with 86.9 per cent for February. 

For March this year the 692 warehousing firms cooperat- 
ing in this survey reported 1989 merchandise warehouse build- 
ings as operated in the month, with a total of 52,075,985 square 
feet of occupiable space intended for public warehousing of 
general merchandise, of which 45,015,704 square feet were re- 
ported as occupied. 

The 692 warehousing firms also reported gross space condi- 
tions as follows: total gross space computed from outside build- 
ing measurements, 96,598,810 square feet; gross space intended 
for purposes other than public-merchandise warehousing (that 
is, space for cold-storage products and household goods and 
space leased as landlord to tenants), 33,482,870 square feet; 
and gross space intended for public warehousing of general 
merchandise, 63,115,940 square feet, of which 11,039,955 square 
feet were reported as unoccupiable (consumed by walls, aisles, 


elevator shafts, stairways, offices, platforms, shipping rooms, 
rest rooms, columns, etc.). 


CHANGE IN DOCKET 


Hearing in MC 96532, assigned for May 7 at Brooklyn,;/N. Y., was 


postponed to June 26 at Hotel St. George, Brooklyn, N; Y., before 
Examiner Harrison. 
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Port Representatives Meeting 


More than 40 representatives of Atlantic, Pacific, and Gulf 
port interests and several steamship company and government 
representatives, in a joint meeting May 10, in a Commission 
hearing room in Washington, discussed a resolution presented 
by the South Atlantic and Florida Ports Conference, proposing 
to call on the Federal Government to reestablish immediately 
coastal and intercoastal steamship services, assign the opera- 
tions to qualified steamship operators acting as government 
agents, and restrict this emergency operation to a period not 
exceeding two years. 

The resolution, adopted the previous day by the S. A. F. 
P. C. at a group meeting, noted that vessels formerly operated 
in coastal and intercoastal services had been requisitioned by 
government agencies for use in prosecution of the war, thereby 
eliminating these services from use by the general public be- 
tween the several ports of the country and territories tributary 
thereto. It further observed that because of the increased costs 
of operation caused by the exigencies of war, private enterprise 
could not now engage in coastal and intercoastal steamship 
services. 


Opposition to Resolution 


Some opposition to the resolution developed in the joint 
meeting, Harry E. Foley, counsel for the Boston Port Authority, 
saying that the conference would be going pretty far to recom- 
mend government operation without first obtaining additional 
basic data concerning costs and other items. He said it might 
be better for the conference to suggest that some such action 
was needed rather than to make a specific recommendation. 

George J. Horner, assistant to the vice president of the 
“AGWI” Lines, New York City, one of the ship operator rep- 
resentatives present, said that he believed the conference should 
not be afraid of government operation of domestic lines for the 
remainder of the emergency period that would extend to six 
months after conclusion of the war in the Pacific, and that he 
did not believe the government would take over the domestic 
lines after that time. He added, however, that that might have 
to be the solution if the coastwise and intercoastal lines could 
not be operated by private interests at a profit. These domestic 
services, Mr. Horner continued, would be necessary to handle 
the traffic that would fall to them and such lines would have 
to be operated, if not by private interests, then by the govern- 
ment. At the present time, Mr. Horner said, such operation was 
highly unprofitable because of the greatly increased costs oc- 
casioned by the war. 

F. M. Darr,: Director of Traffic for the War Shipping Ad- 
ministration, said that resumption of the coastwise and inter- 
coastal services was viewed by W. S. A. as being very indefinite 
because of the transition now going on in the war situation. 
Partial resumption of operations between the Atlantic and Gulf 
ports would be made as soon as practicable, he said, adding that 
traffic conditions would be complicated by the necessity of ship- 
ping war materials to the Pacific war theaters direct from 
Gulf and Pacific ports. There would also be considerable ship- 
ping of supplies and material that was unsuitable for use in the 
Pacific, from Europe to the Atlantic poris, he said. 


The Office of Defense Transportation, Mr. Darr continued, 
would assign tonnage to the coastwise and intercoastal services 
when it was urgently needed and could be spared from war 
shipping operations. He called attention to the United Nations 
shipping pool agreement under which shipping was being as- 
signed to essential services where needed for a period to extend 
six months after the close of hostilities in the Pacific. 

Charles R. Seal, of the Baltimore Association of Commerce, 
Baltimore, Md., chairman of the North Atlantic Ports Confer- 
ence, presided at the joint conference. Others designated to 
preside were E. O. Jewell, of New Orleans, president of the 
Gulf Port Association, and H. O. Shaw, of Miami, president of 
the South Atlantic & Gulf Ports Conference. B. H. Overton, 
of the St. Petersburg (Fla.) Traffic Association, was secretary 
of the joint conference. 


A spokesman for the South Atlantic group said that at one 
of their group meetings, H. A. Manning, executive director of 
the South Carolina State Ports Authority, Columbia, S. C., was 
chosen to be recommended to President Truman for appointment 
as a member of the United States Maritime Commission to fill 
a vacancy that would occur next September. 

Representatives of port interests at the conference came 
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from port authorities and other state and municipal bodies situ- 
ated in the areas of the north Atlantic, south Atlantic, Florida, 
Gulf, Texas, and Pacific coasts. 


Amended Resolution Adopted 


Following a discussion of the resolution submitted to the 
conference of port representatives by the South Atlantic and 
Florida Ports Conference, the conference adopted an amended 
resolution recommending that action be taken by the proper 
governmental authorities to the end that coastwise shipping 
service be reestablished at the earliest possible date, and that, 
in this connection, consideration be given to the necessity of 
temporary governmental aid to coastwise lines. 

Text of the adopted resolution follows: 


Whereas, coastwise shipping plays an essential part in the national 
welfare, both by its contribution to the economic development of the 
country and by its aid in the national defense, and 

Whereas, coastwise shipping forms an important background of 
port business and without it many ports could not survive, and 

Whereas, permanent loss of coastwise shipping would result in 
deterioration of port facilities, in which vast amounts of public and 
private funds have been invested, and would seriously and adversely 
affect many auxiliary port businesses such as those of warehousing, 
bunkering, stevedoring, insurance and freight forwarding, and 

Whereas, coastwise shipping affords essential employment to many 
thousands of workers, and 

Whereas, coastwise shipping is of inestimable value to shippers 
located at these ports, and in the hinterland thereof, affording, as it 
does, an alternate competitive means of transportation, and 

Whereas, restoration.of coastwise shipping at as early a date and 
to the fullest extent as is consistent with war necessities is essential 

Now, therefore, be it resolved: 

That this conference recommends that action be taken by proper 
governmental authorities to the end that coastwise shipping service 
be reestablished at the earliest possible date, and that, in this connec- 
tion, consideration be given to the necessity of temporary governmental 
aid to the coastwise lines. 


In advance of the meeting it was said by a representative 
of the South Atlantic-Florida Ports Conference, which called 
the meeting, that restoration of coastwise steamship services 
was one of the big questions in the minds of port representa- 
tives. 

Explaining that it had been reported that a certain number 
of ships would be available for intercoastal shipping service, the 
S. A. F. P. C. representative said the port officials were inter- 
ested in seeing these ships put in service as fast as possible, 
and that if they could not be placed in service now, they favored 
the building of ships for this service and their equitable dis- 
tribution among all the ports. 

Among other subjects occupying the minds of port repre- 
sentatives, it was said, were the possible effects of the end of 
European hostilities on Atlantic coast traffic, action in connec- 
tion with steamship applications for airline routes, changes that 
had been suggested with respect to the fourth section of the 
interstate commerce act relating to rail-water competition, the 
merchant ship sales bill, H. R. 1425, and rate levels and sub- 
sidies. Because of increased operating costs, the conference 
spokesman said, freight rates might have to go to a higher level 
unless resort was had to subsidies, which were not generally 
favored. He said the. joint meeting was called by H. O. Shaw, 
of Miami, Fla., president of the South Atlantic Florida Ports 
Conference, at the suggestion of Edward K. Laux, secretary of 
the North Atlantic Ports Conference. 




















Ship Line Overcharge Complaint 


Examiner C. O. Arthur, of the Maritime Commission, in 
a proposed report in No. 637, Rubber Development Corporation 
vs. Booth Steamship Co., Ltd. and Lamport & Holt Line, Ltd., 
has recommended dismissal of the complaint on findings that 
the rate applicable to complainant’s shipments of metal basins 
is that on “metalware, N. O. S.,” and not the lower rate on 
plumbing supplies, as contended by complainant, and that no 
violation of sections 15, 16 or 17 of the shipping act of 1916 
have been shown (see Traffic World, Feb. 10, p. 372). 

The complainant, a subsidiary of the Reconstruction Fi- 
nance Corporation, alleged that the respondents had collected 
overcharges aggregating more than $22,000, in violation of 
sections 15, 16 and 17 of the shipping act of 1916, on shipments 
of “basins, metal,” transported in 1942, 1943 and 1944 from 
the port of New York to the port of Belem (Para), Brazil. 
The examiner said the complainant contended for a $16.50 
measurement rate provided by the tariff of the ship conference 
of which the respondents were members, under the heading 
“Plumbing Supplies,” and that the respondents contended that 
a measurement rate of $30.50 was applicable. The rates applied 
on each long ton, or 40 cubic feet, whichever was greater. The 
examiner noted that the tariff included “basins, metal” as one 
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of the items under the “plumbing supplies” heading, but said 
the basins here involved were designed for and used by com- 
plainant in its Brazilian rubber development project as con- 
tainers of latex (juice extracted from rubber trees). He added: 


In the instant case, there can be, in reason, no doubt that the tariff 
item reading ‘‘Basins, Metal—See Plumbing Supplies’’ refers a shipper 
of metal basins to the rate entry under plumbing supplies only if his 
basins are plumbing supplies. . . . Complainant’s basins were not of 
such nature. ... By the tariff respondents were to transport metal 
basins of a nature other than plumbing supplies, such as complainant’s 
at their Metalware, N. O. S. rate of $30.50 per 40 cubic feet. ... 





(District Court, S. D. California, Central Division.) Where 
“clause paramount” of charter party providing for shipment of 
gasoline and oil on vessel owned by the United States through 
War Shipping Administration provided that all bills of lading 
should be subject to Carriage of Goods by Sea Act, and that 
any term of bill of lading repugnant to the act should be void, 
the act became part of contract of carriage, notwithstanding 
charter party also provided that vessel should not be responsible 
for any consequences arising out of shipping more than one 
grade of cargo. Carriage of Goods by Sea Act, Sec. 1 et seq. 
46 U.S. C. A. Sec. 1300 et seq. 

‘ A carrier in undertaking to transport oil on a tanker 
charged itself with a high degree of care. Carriage of Goods 
by Sea Act. Secs. 3, 4, 46 U. S. C. A. Secs. 1303, 1304. 

In libel for damages for commingling of gasoline and oil 
shipped on tanker owned by the United States through War 
Shipping Administration, evidence that it was necessary to use 
spectacle flanges in blocking off one tank from another, that 
vessel was on its maiden voyage, and that proper setting of 
hand valves was uncertain, showed that the United States in 
not using spectacle flanges which could have been installed 
expeditiously and inexpensively, and in not closing those that 
were installed, failed to exercise due diligence to make vessel 
seaworthy. Carriage of Goods by Sea Act Secs. 3, 4, 46 U. S. 
Cc. A. Secs. 1303, 1304; Suits in Admiralty Act Secs. 1-12, 46 
U. S. C. A. Secs. 741-752. 

Where owner of vessel received oil and gasoline in market- 
able condition, failure to deliver it in like condition would in- 
dicate that it had not been discharged properly in absence of 
other explanation. Carriage of Goods by Sea Act. Sec. 3(2), 
46 U.S. C. A. Sec. 1303(2). 

Special damages may be recovered arising out of special 
circumstances known to parties to shipping charter party, and 
in such cases carrier must have had notice of special circum- 
stances which give rise to the damages, but special facts need 
not be mentioned in negotiations or in express terms made part 
of contract. 

In absence of anything in charter party to contrary, to 
warrant recovery of special damages for contamination of oil 
and gasoline, it would only be necessary to find that at time 
carrier undertook to transport oil and gasoline it could be rea- 
sonably inferred from those circumstances that contaminated 
products might and would likely be pumped into tanks contain- 
ing uncontaminated products. Carriage of Goods by Sea Act 
Secs. 3, 4, 46 U. S. C. A. Secs. 1303, 1304. 

A provision of charter party that gasoline and oil should 
be pumped out of vessel “at the expense of the Vessel but at 
the risk and peril of the Vessel only so far as the Vessel’s per- 
manent hose connections” did not relieve carrier from liability 
for contamination which occurred on board the vessel, notwith- 
standing that damage did not result until cargo had passed 
permanent hose connections, where another provision provided 
that damages for breach of charter should include all provable 
damages, and charter party should be read as a whole. Car- 
riage of Goods by Sea Act Secs. 3, 4, 46 U. S. C. A. Secs. 1303, 
1304. 

Where charter party for carriage of gasoline and oil by 
vessel owned and operated by the United States through War 
Shipping Administration was prepared by the Administration 
for carriage of Petroleum in bulk on vessels and was printed on 
a form which was required by published order of the Admins- 
tration, charter party must be strictly construed against the 
Government. 


TRAFFIC WORLD 


Attorneys’ fees may be recovered as part of damages if so 
stipulated in the contract. 


If Congress has not under proper legislation, waived im- ~ 


munity, such waiver cannot be accomplished by adminisrtative 
agent. 

The War Shipping Administration did not exceed its power 
in executing charter party wherein it created a liability against 
the United States for all provable damages including attorney’s 
fees resulting from damage to cargo, since the Administration 
has same authority as any private corporation to enter into 
contract and hence may bind the United States by terms of 
such contract. Suits in Admiralty Act Secs. 1-12, 46 U. S. C. A. 
Secs. 742-752; Merchant Marine Act of 1936, Secs. 101, 207, 46 
46 U.S. C. A. Secs. 1101, 1117. 

When attorney’s fees are made by agreement an element 
of damages, the United States which has waived immunity 
from suit may be liable therefor to same extent as a private 
party. 

Libelant recovering from the United States $49,158.12 with 
costs, as damages for commingling gasoline and oil shipped on 
tanker owned by the United States, was entitled to attorney’s 
fee of $8,000. Suits in Admiralty Act Secs. 1-12, 46 U. S. C. A. 
Secs. 74-752; Merchant Marine Act of 1936, Secs. 101, 207, 46 
U. S. C. A. Sees. 1101, 1117. (Standard Oil Co. of California vs. 
United States, 59 Fed. Supp. 100.) 

(Supreme Court, Special Term, New York County.) Where 
bills of lading drawn in accordance with United States Carriage 
of Goods by Sea Act constituted contract of parties and deter- 
mined their rights and obligations, steamship company which 
had loaded cargo for Philippine Islands and which was frus- 
trated in voyage by outbreak of war was entitled to receive and 
retain all freight charges and right to sue for and recover all 
freight charges unpaid. Carriage of Goods by Sea Act 1936, 
Secs. 1-16, 46 U. S. C. A. Secs. 1300-1315. 

“Prepaid freight” includes any freight which is payable 
before arrival of ship at port of destination. Carriage of Goods 
by Sea Act 1936, Secs. 1-16, 46 U. S. C. A. Secs. 1300-1315. 

Shipowner’s acceptance of duebills for freight charges did 
not amount to an extinguishment of debt for freight charges 
or operate as a payment thereof, and shipowner had a right to 
stand upon original contract and seek its remedy in form in 
which - originally existed as fully as if duebills had never been 
received. 


Parole evidence of customary variation of bills of lading is 
inadmissible and may not be heard to destroy terms of bills of 
lading which alone constitute contract between the parties and 
fix their rights. 


Where bills of lading drawn pursuant to Carriage of Goods 
by Sea Act constituted contract between shipper and shipowner 
and circumscribed rights and obligations of parties, and pro- 
vided that shipowner had earned freight charges when freight 
was loaded, shipowner was entitled to freight charges paid after 
freight had been loaded even though voyage was frustrated by 
outbreak of war. Carriage of Goods by Sea Act 1936, Secs. 
1-16, 46 U. S. C. A. Secs. 1300-1315. (E. Ewad & Sons vs. De La 
Rama SS. Co. 53 N. Y. S. 2d 900.) 





Ship Conference Agreement 


The Maritime Commission has announced that there has 
been filed with it, for its approval, agreement 59-31, described 
in the announcement as a modification of the River Plate & 
Brazil Conferences agreement in the form of a compromise 
interim agreement, submitted to provide additional time for 
the parties to settle the question of rate differentials. 

Parties to the modification agreement were designated in 
the announcement as follows: A/S Ivarans Rederi; The Booth 
Steamship Co., Ltd.; Rederi A/B Disa (Brodin Line); Flota 
Mercante del Estado; Houston Line (London) Ltd.; Interna- 
tional Freighting Corp., Inc.; Lamport & Holt Line, Ltd.; 
Linea Sud-Americana, Inc.; Lloyd Brasileiro (Patrimonio Na- 
cional); Mississippi Shipping Co., Inc.; Moore-McCormack 
Lines, Inc.; Norton, Lilly & Co. (Norton Line); Prince Line, 
Ltd.; Sprague Steamship Co., and Wilh. Wilhelmsen (Wil- 
helmsen Steamship Line). 

“Subject to further agreement by May 28, 1945,” said the 
commission in its announcement, “the modification extends 
through July, 1945, the suspension of the provisions of the 
basic agreement which provide for differentials in freight 
rates between passenger and freight vessels operating in the 
trade from U. S. Atlantic and Gulf and Canadian Atlantic 
ports to Uruguay, Paraguay, Argentina and Brazil; such dif- 
ferentials are predicated principally upon differences in tran- 
sit time between the two types of vessels. 


“Although the passenger vessels Argentina, Uruguay and 
Brazil are not at present operating in the trade, the principle 
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of a 5 per cent differential applying to them is continued 
through July, 1945.” 


Shipbuilding Fund Cut 


The House has passed and sent to the Senate H. J. Res. 
177, providing for cancellation of $3,100,000,000 of the appropri- 
ation for the Maritime Commission, and reduction of the pres- 
ent contract authorization for ship construction by $4,265,000,- 
= 4 recommended by President Truman (see Traffic World, 

ay 5). 

In explaining the measure, Representative Cannon, of Mis- 
souri, said there was a misapprehension that a total savings of 
more than seven billion dollars would be effected by the pas- 
sage of the resolution. The fact was, said he, that the most 
that could be saved was the total contract authorization of 
$4,265,000,000 because the appropriation of $3,100,000,000, if 
continued, would be used to liquidate the $4,265,000,000 of con- 
tractual authority. He also pointed out that the appropriation 
of $3,100,000,000 had not yet been drawn on so that no cash 
would be turned back to the U. S. Treasury as the result of 
passage of the resolution. 

Collapse of armed resistance in Europe, said Mr. Cannon, 
made possible the reduction proposed. The measure marked 
the end, he believed, “of the most destructive, the most savage, 
the most ruthless, and the most senseless war in recorded his- 
tory—in all the annals of man’s inhumanity to man.” 

After talking with Chairman Land, of the Maritime Com- 
mission, Representative Taber, of New York, pointed out that, 
if the resolution were passed, the commission would still have 
available $594,000,000 for additional contracts for construction 
of ships not now in process and that the commission now had 
under contract and construction 618 ships. He said it was not 
proposed, as he understood it, to let contracts for any more 
ships except in specific instances where a special need for a 
special type of ship was required or where a post-war program 
was required in accordance with the provisions of the merchant 
marine act authorizing construction of- ships. 


Post-War Merchant Marine 


In a report on “The Post-War Foreign Economic Policy of 
the United States,” covering, among other things, problems 
relating to operation of the American merchant marine after 
the war, the House special committee on post-war economic 
policy and planning has set forth conclusions that operating and 
differential subsidies should be paid, as needed, for merchant 
vessels whose services are considered essential in the interest 
of national security, but should not be provided for shipping 
not considered essential for national security, and that the com- 
parative costs of rendering transportation service should be the 
“determining factor” as to vessels in the latter category. 

The committee said that maintenance of an enlarged mer- 
chant marine under the American flag was essential for the 
nation’s security; -that appropriations for subsidies as recom- 
mended by the committee should be recognized as part of the 
cost of national defense; that, with the exception of a strategic 
reserve for defense purposes, vessels that could not be ‘sold 
either to American operators or to foreign countries should be 
scrapped, and that the expense of maintaining ships in sanc- 
tuary should also be considered a cost of national defense. 

“Maintenance of a shipbuilding industry in times of peace 
is considered to be in the interest of national security,” said the 
committee. “Its utilization for the continued technical improve- 
ment of our merchant marine should be encouraged through 
the cooperation of the technical experts of the armed services, 
with subsidies to be paid to the extent necessary to maintain a 
needed nucleus of skill and capacity. The construction of types 
of vessels of which a deficiency still exists should be initiated 
as soon as possible.” 

Development of private ship-scrapping enterprises should 
be encouraged, the committee said, discussing prospective needs 
for reabsorption of shipyard workers into other industries. 


ADMIRAL LAND’S V-E DAY MESSAGE 
Vice Admiral Land, chairman of the Maritime Commission 


and war shipping administrator, dispatched to all merchant: 


marine personnel, ashore and afloat, and War Shipping Ad- 
ministration employes the following message, after VE-day: 


The end of organized resistance in Germany brings no lessening of 
the task of the United States merchant marine. Closing of hostilities 
in the European theater means to the Maritime Commission and War 
Shipping Administration a situation unchanged basically, except for a 
shift in emphasis in time and places. There will be no lesser demand 
‘or ships, or for men to sail them. 

To the men of the merchant marine I send my heartfelt thanks for 
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a job well done and my utter conviction that you will continue your 
achievements in the days ahead in the same manner. 


Vice Admiral Land, chairman, Maritime Commission, and 
War Shipping Administrator, had asked all shipyards, ship 
operators and seagoing personnel of the merchant fleet to 
observe V-E Day on the job as requested by President Truman 
of all citizens in war work. In accordance with the policy out- 
lined on April 29, 1945, by the War Production Board, “Appro- 
priate ceremonies in war plants . . . so arranged as not to 
interfere with continuous production,” might be held, said he, 
adding: 

We will still have a war to win in the Pacific and it requires the 
continuing services of every man and woman ashore and afloat. V-E 
Day will not stop the Japs. Our fighting men in the Pacific -cannot take 
time off to celebrate, and those in the European theater will be getting 
ready to move to the Pacific front. Their greatest need will be ships 
and the men to sail them. Let’s finish the job. 


MISSOURI VALLEY AUTHORITY 

The Senate commerce committee has submitted to the 
Senate an unfavorable report on S. 555, the bill introduced 
by Senator Murray, of Montana, to establish a Missouri Valley 
Authority (see Traffic World, Feb. 17, p. 414). In its report 
the committee said, among other things, that the plans recently 
authorized by both Houses of Congress provided a complete 
program of unified water resources development in the Missouri 
Basin; that existing laws and procedures provided for full 
coordination between established federal agencies having the 
duties of prosecuting water-resource development; that it was 
impracticable to have federal agencies and a valley authority 
operating in the same territory, and that, under S. 555, the 
Missouri Valley Authority would be able to control practically 
all aspects of economic and social life in the Missouri Valley 
without local interests having proper recourse to Congress. 

In presenting the report in the Senate, Senator Overton, 
of Louisiana, said that the committee was reporting the bill 
unfavorably because it was “rather difficult to segregate navi- 
gation and flood control from other projects in the valley.” 
Discussion on the Senate floor brought out that the bill had 
been referred to two other committees—the Senate committee 
on irrigation and reclamation and the Senate committee on 
agriculture and forestry, and that the latter might report it 
favorably if the other two committees did not. Senator Bank- 
head, of Alabama, described this as “‘a very unusual situation.” 


NAVIGATION IN CALUMET RIVER 

Representative Rowan, of Illinois, has inserted in the 
Congressional Record the text of a resolution adopted by the 
city council of Chicago, petitioning Congress and the army 
chief of engineers to cause the removal of ‘the hazards to 
navigation in the Calumet River between Lake Michigan and 
Lake Calumet caused by the obstruction to free passage created 
by the Calumet Western and Nickel Plate Railroad bridges.” 


W. S. A. APPOINTMENTS 

Appointment of Commodore Telfair Knight, U. S. M. S., as 
Commandant of the United States Maritime Service, effective 
immediately, has been announced by Vice Admiral Emory S. 
Land, Administrator of the War Shipping Administration. 
Commodore Knight, the W. S. A. said, had been connected with 
the program for training personnel for the merchant marine 
since its inauguration in 1938 by the U. S. Maritime Commis- 
sion. The U. S. Maritime Service, said the W. S. A., was a divi- 
sion of the W. S. A. training organization charged with training 
both licensed and unlicensed personnel to operate the nation’s 
huge merchant fleet. 


M. C. PROCUREMENT DIRECTOR 
The Maritime Commission has announced that C. Irving 
Hansen, of Racine, Wis., former chief of the foreign procure- 
ment branch of the Foreign Economic Administration, has suc- 
ceeded E. C. Walsh, Jr., as director of the commission’s division 
of procurement. It said Mr. Walsh had resigned. 


CONTROL OF EXPORTS AND IMPORTS 


Availability of penicillin for export commercially to all 
areas has been announced by the Foreign Economic Adminis- 
tration. It stated that distribution controls on penicillin ex- 
ported to foreign countries would ‘be relaxed in accordance with 
current relaxation in domestic controls. 

“Exporters who desire to sell penicillin abroad will be 
limited by the allocations for various countries made by F. E. A. 
on the basis of the amount made available for export by the 
War Production Board,” the F. E. A. said. “Formerly, W. P. B. 
— how much penicillin each company could produce for 
export.” 


Details of regulations relating to export of penicillin were 
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set forth in F. E. A.’s current export bulletin No. 242, which 
also contained information concerning exports to Argentina, 
F. E. A. licensing policy for shipments to Middle East destina- 
tions, and other matters. 

The F. E. A., in its current export bulletin No. 241, has 
listed many changes in general licenses. In its current export 
bulletin No. 243, it has announced additional changes in general 
licenses and revisions of certain export control regulations. 


IMPORTERS ELECT 


The National Council of American Importers, Inc., held its 
annual meeting at New York, May 4, and elected William 
H. Schille,.Biddl Purchasing Co., New York, president. Morris 
S. Rosenthal of Stein, Hall and Co., Inc., was elected first 
vice-president, and Henry Simpson, Brooks Brothers, as third 
vice-president. Charles T. Riotte, M. J. Corbette and Co., and 
Charles Brian, Paper Makers’ Importing Co., Inc., were re- 
elected second and fourth vice-presidents, respectively, and 
Paul A. Straub, Paul A. Straub and Co., Inc., were re-elected 
treasurer. Arthur G. Dunn, importer, and George Van Waters, 
Van Waters and Rogers, Inc., Seattle, Wash., were elected 
directors. The following directors were re-elected for a term 
of three years. 


Charles S. Elder, Chubb and Son; Roland Gsell, R. Gsell and Co., 
Ine.; Thomas J. Menton, Jordan Marsh Co.; David E. Schwab, David 
E. Schwab and Co., Inc.; Wilbert Ward, National City Bank of New 
York. 


SHIPMENTS TO CHILE 


The Department of Commerce has issued a statement on 
preparing shipments to Chile (documentation, and consular and 
customs requirements), as a part of its international reference 
service. Information on the subject may be obtained from the 
Department of Commerce or a regional or district office of 
the department. 


MARYLAND MOTOR TAX VETO 


Director Johnson, of the Office of Defense Transportation, 
has praised the action of Maryland’s Governor Herbert O’Con- 
nor in vetoing a bill that would have imposed on common-carrier 
motor vehicles a tax to be measured by operating revenues de- 
rived from interstate and intrastate or foreign business, in 
Maryland. 

Veto of the bill (Maryland’s Senate Bill 175) was requested 
by O. D. T., Director Johnson explained, because it was felt such 
a law would prove a serious threat to the free flow of commerce 
by motor vehicles, ‘‘so much to be desired under wartime con- 
ditions.” 

“I fully appreciate the financial problems involved in meet- 
ing the state’s budget,” said Director Johnson. “It is a difficult 
matter to decide the merits of a particular piece of tax legisla- 
tion such as the gross receipts tax called for in this bill. But in 
view of our being in war, we believe such a bill, if it became 
law, would constitute a barrier to the free flow of commerce 
between the states. If Maryland were to assess such a tax, I feel 
quite sure there would be acts of retaliation by other states, 
with the result that further barriers to interstate trade would 
be created.” z 

Governor Darden, of Virginia, it was pointed out, had 
previously complied with an O. D. T. request to postpone the 
collection of its gross receipt tax. 


N. Y. PORT AUTHORITY TRUCK TERMINAL 


The commissioners of the Port of New York Authority 
have authorized public hearings on the Authority’s proposed 
first union motor truck terminal for northern New Jersey, ac- 
cording to an announcement made by Vice-Chairman Joseph M. 
Byrne, Jr., following the board’s regular meeting on Thursday, 
May 3. 

" mepresentatives of public agencies, civic. and commercial 
organizations and shippers, truckmen and other interested indi- 
viduals and groups have been invited to express their views at 
the hearings. Vice-Chairman Byrne will preside. 


D. P. C. MOTOR COMMITMENTS 


The Reconstruction Finance Corporation has announced 
that the Defense Plant Corporation, an R. F. C. subsidiary, has 
authorized, in connection with the war effort, an increase in its 
contract, at the request of the Office of Defense Transportation, 
with Foster Freight Lines, Inc., Indianapolis, Ind., providing 
additional transportation equipment at a cost of approximately 
$30,000, resulting in an over-all commitment of approximately 
$50,000. Foster Freight Lines, Inc., will operate these facilities 
in Indiana and adjoining states, title remaining in the D. P. C., 
according to the announcement. 


TRAFFIC WORLD 





AIR CERTIFICATE APPLICATIONS 


Colonial Airlines, Inc., of New York City, now operating 
between New York City and Montreal, Canada, has proposed 
extension of its service to Buffalo, N. Y., Atlantic City, N. J., 
and Washington, D. C., in applications it has filed with the 
Civil Aeronautics Board. 

In No. 1858, Colonial has requested authority to engage 
in scheduled transportation of persons, property and mail be- 
tween Buffalo and Atlantic City, via Rochester, Binghamton 
and New York, N. Y. In No. 1859, Colonial seeks authority 
for such operations on a route between New York City-Newark 
and Washington, via Reading, Philadelphia and Lancaster, Pa., 
and Baltimore, Md. Other new applications filed with the 
board follow: 


No. 1860, Delta Air Corporation, Atlanta, Ga.; scheduled transpor- 
tation of persons, property and mail to and from Monroe, La., as inter- 
mediate point between Shreveport and Baton Rouge, La., on alternate 
flights between New Orleans, La., and Dallas-Ft. Worth, Tex. 

No. 1861, Braniff Airways, Inc., Dallas, Tex.; scheduled transporta- 
tion of persons, property and mail between Memphis, Tenn., and Dallas, 
Tex., or, in the alternative, for amendment of certificate for route 15 
so as to extend it from Little Rock, Ark., to Dallas. 

No. 1862, Inter-Americas Airlines, Inc., San Juan, Puerto Rico; 
scheduled transportation of persons, property and mail between San 
Juan, on the one hand, and, on the other, Mayaguez and Ponce, Puerto 
Rico, and Vieques Island. : 

No. 1865, Rockland Coaches, Inc., Spring Valley, N. Y.; scheduled 
transportation of persons, property and mail by helicopters over routes 
between New York City, on the one hand, and, on the other, Wilkes- 
Barre, Pa., Liberty, Albany and Haverstraw, N. Y., serving many 
intermediate points. 


C. A. A. APPOINTMENT 


Administrator T. P. Wright, of the Civil Aeronautics Ad- 
ministration, has announced appointment of Major Edward M. 
Sturhahn, former purchasing agent for Eastern Air Lines at 
Atlanta, Ga., as his executive assistant. Major Sturhahn was 
released by the Secretary of War from the aircraft scheduling 
unit of the Army Air Force at the request of Secretary Wallace, 
of the Commerce Department, and was thus enabled to accept 
his new position in the C. A. A., according to the announcement. 


DETROIT-ST. LOUIS AIR ROUTE 

Examiner H. Heinrich Spang, of the Civil Aeronautics 
Board, in a proposed report in No. 1715, Transcontinental & 
Western Air, Inc., Detroit-St. Louis Nonstop Service, has rec- 
ommended that the board grant authority to Transcontinental 
& Western Air, Inc., to operate nonstop service on its route 
No. 58, between St. Louis, Mo., and Detroit, Mich., on which 
T. W. A. now is required to serve Cincinnati, Dayton and To- 
ledo, O., as intermediate points. He said the board should find 
that the public interest would not be adversely affected by the 
nonstop service proposed, calling for one daily round trip. 


AIRPORT LEGISLATION 


Chairman Lea, of the House committee on interstate and 
foreign commerce, has introduced H. R. 3170, to provide federal 
aid for the development of public airports and to amend ex- 
isting law relating to air navigation facilities. It was stated 
at the committee that the bill comprised the airport provisions 
contained in the civil aviation bill, H. R. 674, introduced early 
in January by Representative Lea (see Traffic World, Jan. 13, 
p. 92), these provisions now having been seyered from H. R. 
674 to constitute the new bill. 

It was announced at the committee that hearings on H. R. 
3170 would begin May 15. 


PLANE PRODUCTION FOR AIRLINES 


Chairman Krug, of the War Production Board, in an open 
letter to civil transport aircraft and aircraft component manu- 
facturers, has stated that the production of air transports for 
American air carriers is considered a war supporting activity 
and that manufacturers of aircraft, aircraft engine, propeller 
and aircraft components may develop and build equipment for 
sale to U. S. airlines “provided there is no interference with 
present or subsequent military production schedules and de- 
velopment commitments.” 

In the remaining parts of this letter, the text of which 
was made available at the W. P. B., Chairman Krug said: 
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Manufacturers must secure agreement from the cognizant procure- 
ment agency and D. P. C. before government-owned equipment, facili- 
ties or materials are used for this purpose. It must, be clearly under- 
stood by the manufacturers that the military services cannot afford 
selective service protection for commercial air transport work and that 
manpower problems relating to such work must be handled with the 
War Manpower Commission. ‘‘Non-vulnerable’’ employees must not be 
transferred to commercial air transport work if to do so will jeopardize 
the manufacturer’s ability to fulfill military requirements, 

I have instructed the aircraft division, W: P. B., and Aircraft Re- 
sources Control Office to give assistance in expediting the flow of ma- 
terials. I have also directed that the necessary W. P. B. orders and 
regulations be issued. 


AIRCRAFT PRODUCTION 

The Aircraft Production Board, through its chairman, J. A. 
Krug, has announced the production of 6,412 military planes of 
all types in April. Output was one per cent over the working 
schedule, which called for 6,359, marking the second consecu- 
tive month that the aircraft industry had exceeded schedule, 
said he. 

While the number of planes manufactured in April was 
nine per cent less than in March, the April airframe weight 
(excluding spares) of 73,600,000 pounds declined only seven per 
cent from 79,200,000 pounds in the previous month. This 
pointed up the increasing emphasis on production of heavier 
models for the war against Japan, Mr. Krug said. ~ 


AIR CARGO DEVELOPMENT 


“The exclusive cargo service of the domestic airlines 
jumped nearly 178 per cent in 1944 for a total of 10,546,298 
mail and property miles,” says the Air Transport Association 
of America. 

It reported that this mileage was flown mainly of 15 daily 
scheduled trips, principally between New York and Chicago 
and between Chicago and the west coast. It showed that ex- 
clusive air cargo services had grown progressively in the last 
six years, from a total of 870,806 shipments and 2,705,614 ton- 
miles in 1939 to a total of 1,773,822 shipments and 17,694,887 
ton-miles in 1944. The packages transported in 1944 repre- 
sented an increase in number of 15 per cent over 1943, and, 


' weighing a total of 34,271,165 pounds, they represented an 
/ increase in weight of more than 11% per cent over the 1943 
| figure, the association said, adding: 


The average revenue per package was $6.46, a decrease of nearly 
9-1/2 per cent against 1943. This decrease was due to lower rates. Yet 
revenue, despite lower rates, was $11,451,164, a rise of more than 4 
per cent. 


The average express load per plane in 1944 was 245 pounds, a drop 
of about 17 per cent, accounted for by the increased number of planes 
in service which made possible the stepping up of the number of sched- 


uled flights, thus lessening the necessity of holding express for certain 
planes. 


The number of express pounds carried was 34,276,834, an ‘‘up’’ of 
nearly 14 per cent, while the express pound miles were 35,398,974,883, 
an “up’’ of more than 13 per cent. The average plane mail load was 
705 pounds, an increase of nearly 3 per cent. 


LITTLEWOOD AIR PREDICTIONS 


“There is going to be such an improvement in post war 
planes that in ten to fifteen years a present day airplane my 
appear old fashioned.” William Littlewood, vice president, en- 
gineering, American Airlines, Inc., made this statement at the 
aviation forum sponsored by the Chicago Association of Com- 
merce and the University of Chicago, at the Hotel La Salle, 
Tuesday evening, May 8. Planes of tomorrow will be superior 
in performance, comfort, and economy, Littlewood predicted. 
Transport airplanes will operate at a speed of 400 miles an 
hour within the next five years. Planes will range from the 
two-engine, fifteen to twenty passenger capacity type for short 


| operations to long-range over-ocean and transcontinental air- 


planes in the 125,000 to 200,000 pound gross weight class, he 
said. If the hoped for development in air cargo traffic becomes 
a reality, at least one airplane will have to be designed ex- 
pressly to handle freight. However, Littlewood differed with 


the forecasts of lower operating costs for air lines in the next 
five years. 


GROWTH OF AIR EXPRESS 


_ According to data compiled by the Air Transport Associa- 
‘ion of America, airlines of the United States in 1944 handled 
‘773,823 express packages weighing a total of 34,276,834 pounds, 
epresenting an increase of 345 per cent over the corresponding 
gure for 1940. It said that in the three war years ended with 
i944 the total air express carried amounted to 86,705,896 pounds. 
_ “Since the war started, air express has been helping war 
Diants overcome many of the emergency situations that would 
nave caused production line shutdowns and serious injury to 
"he war effort,” the association said, referring to delivery by 
ur of needed parts to such plants. 
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The association cited a number of instances in which, by 
means of air express, “hurry-up” calls for equipment, materials 
or parts for war industry plants and for ships had been met. 
One of the instances cited was the following: 


The Packard Bell Co. of Los Angeles, Calif., won the army and 
navy ‘‘E’’ with the aid of air express. This company had a contract 
calling for 20,000 ‘‘jack box’’ assemblies a month. The signal corps 
requested they jump the number to 25,000 a month. With the aid of 
the Advance Pressure Caster Co. of New York and Centralab of 
Milwaukee, Wis., who shipped them special materials via air express, 
Packard Bell met the request and was awarded the coveted ‘‘E.’’ 





INTERNATIONAL AIR TRANSPORT 


The Senate commerce committee has concluded hearings 
on S. 326, the McCarran bill providing for establishment of a 
single American flag airline in the international air transport 
field. Juan C. Trippe, president of Pan American Airways, Inc., 
who had testified previously, reappearing as a witness before 
the close of the hearings, urged creation of a single American 
international airline. Chairman Bailey read a letter from At- 
torney General Biddle opposing establishment of a single line 
on the ground that it would create a monopoly and encourage 
an international cartel in aviation. The Attorney General, in 
his recent report to Congress on international air transport pol- 
icy, said the United States should not commit itself to a single 
company operation (see Traffic World, March 10, p. 601). 


VEGETABLES BY AIR IN PACIFIC 


Air transport of fresh vegetables to Iwo Jima from Guam 
is now a regular weekly service, says the Foreign Economic 
Administration. 

The service was initiated in March with the shipment of 
1,000 pounds of fresh vegetables grown in the Central Pacific 
to the lava-baked island of Iwo, the F. E. A. said, adding: 


Farms at Guam, Saipan and Tinian are the most recent links in a 
series of big vegetable farms that mark the trail of the Americans ad- 
vancing on Tokyo. Eventually, F. E. A.-directed farms will be flour- 
ishing on islands now in Japanese hands. 

Within 48 hours after Marines had landed on Guam, farm imple- 
ments and seed were already on their way to Guam from a base in the 


South Pacific, following a pattern laid by pioneer farming in the New 
Hebrides and the Solomons... 


Today, some 5,000 acres in the South Pacific yield bumper crops of 
watermelons, lettuce, corn, cucumbers, melons, tomatoes, squash, and 
other truck crops. Nearly a third of the 15,000 acres of farms planned 
for the Central Pacific are already producing on Guam, Tinian and 
Saipan. 


Approximately 3,000,000 pounds of fresh vegetables are being turned 
over to the Navy and Army in the Pacific each month, thereby saving 
at least that amount of cargo space. The vegetables are paying their 
way. At an arbitrary value of 10 cents a pound, the value of the crops 
comes to about $300,000 per month. 


DOWNTOWN AIRPARK FOR CHICAGO 

Administrator T. P. Wright, of the Civil Aeronautics Ad- 
ministration, has endorsed a plan for an experimental down- 
town airpark for Chicago, according to a C. A. A. announce- 
ment. The C. A. A. said Mr. Wright’s views on this proposal 
of the National Aviation Trades Association were set forth in 
a letter to C. R. Mooney, secretary of that association. 

“You are attacking the heart of the air transport problem, 
which has been seriously affected all these years by the neces- 
sity of locating airports far away from business centers,” the 
C. A. A. administrator said in his letter. “Unless the airplane 
can pick up its passengers and cargo from points close to their 
origin, and deliver them close to final destination, air trans- 
port cannot perform its greatest service to the public.” 

Mr. Wright added that the C. A. A. was very much in- 
terested in the “experiment” to determine the safety of opera- 
tions from a downtown landing strip, and that he believed 
the lake front area of Chicago presented a promising location. 
In particular, the proposed site on Northerly Island, now owned 
by the Chicago Park District, would provide at least a single 
landing strip, he said. The C. A. A. stated that on this experi- 
mental downtown landing strip the N. A. T. A. proposed to 
encourage non-scheduled private flying operations in day time 
operations, under contact flying conditions only, and would 
place in charge one of the ablest operators among its members. 


WHITE WARTIME BOOKLET 


The White Motor Co. has issued a pictorial booklet, “White 
Reports on Its Five Wartime Assignments.” It contains pictures 
and descriptive material covering combat vehicles, supply line 
trucks, trucks and busses for domestic use, and the White 


service plan. Combat and supply equipment are shown under 
service conditions. 


> 


SS 
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Advancing Charges 


Delaware.—Question: We are a mo- 
tor carrier. Some time ago we originated 
a shipment moving under a government 
bill of lading. When the shipment ar- 
rived at the transfer point, the services 
of our usual motor carrier connections 
beyond were not available, due to em- 
bargoes. As a result the shipment was 
transferred to a railcarrier for delivery 
at destination. 

At the time the shipment was trans- 
ferred, a definite understanding was 
reached that, if the shipment moved col- 
lect, the railroad would advance our 
charges and arrange for the collection 
of all charges from the government; 
that, should they insist that the ship- 
ment move repaid, we would advance 
their charges and, accordingly, arrange 
for collection of all charges. The rail- 
road suggested that the shipment move 
under a collect status, but in arranging 
— the collection our charges were omit- 
ted. 

In explaining this action, the railroad 
referred to Rule 8 of the Consolidated 
Freight Classification, which reads: 


No charges of any description will be ad- 
vanced to shippers, owners, consignee or 
agents thereof, nor to their draymen or ware- 
housemen. 


Further handling of this matter with 
the railroad developed that they consid- 
ered our participation from point of 
origin to point of inter-change, a dis- 
tance of 150 miles, as that of a draymen 
for the government. 

Is the railroad, in your opinion, correct 
in their interpretation and action? 


Answer: Apparently the movement to 
which you refer, was not continuous in 
that it was not covered by joint rates or 
a tariff provision imposing an obligation 
on the rail carrier to advance your 
charges. This is indicated by the under- 
standing reached with the rail carrier 
with respect thereto. 


While it does not appear that Rule 8 
was intended to cover such a situation, 
there appears to be no binding obliga- 
tion on the part of the rail carrier to 
advance your charges. 


Notice of Claim—Filing of Claim with 
Delivering Carrier Is Notice to Pre- 
ceding Carriers 


Texas.—Question: We have recently 
had several claims declined by some of 
the carloading companies on the ground 
that we, as a motor carrier, held the 


claim past the nine months and fifteen 


days from date of shipment and that 
they had not received the claim within 
the statutory period of nine months and 
fifteen days. 


We are of the opinion, under the Car- 
mack amendment, that, if the claim is 
filed with any one of the carriers han- 
dling the shipment from point of origin 
to destination within the nine* months 
and fifteen days, the agent with whom 
the claim is filed is the agent of all other 
carriers involved in the movement and 
in the claim. 

The carloading companies contend that 
they are classed as rail carriers and 
that, as such, they will not pay claims 
unless they are received within the pe- 
riod of nine months and fifteen days 
after date of shipment. However, since 
these claims cover a continuous move- 
ment from point of origin to destination 
on one bill of lading, we are of the opin- 
ion that all carriers, carloading com- 
panies, rail or motor freight lines, within 
the United States are bound by the Car- 
mack amendment and that the agent 
with whom the claim is filed is acting as 
agent for all other carriers. 


We would like to have your opinion on 
this matter as we have several claims 
which, we believe, have been erroneously 
declined 


Answer: Section 409 of Part IV of the 
Interstate Commerce Act provides: 


In order to provide a reasonable period of 
adjustment within which rates and charges 
may bé established pursuant to the provisions 
of section 408, nothing in this Act shall be 
construed to make it unlawful for freight for- 
warders and common carriers by motor vehi- 
cle subject to part II of this Act to operate 
under joint rates or charges during a period 
of 36 months from the date of enactment 
of this part, but not thereafter. The provi- 
sions of part II of this Act shall apply with 
respect to such joint rates or charges and 
the divisions thereof, and with respect to 
the parties thereto, as though such joint rates 
or charges had been established under the 
provisions of such part II, and the provisions 
of this part shall not apply with respect 
thereto. 


Section 413 of Part IV of the Inter- 
state Commerce Act reads in part as 
follows : 


The provisions of Section 20(11) and (12) 
of part I of this Act, together with such other 
provisions of such part (including penalties) 
as may be necessary for the enforcement of 
such provisions, shall apply with respect to 
freight forwarders, in the case of service sub- 
ject to this part, with like force and effect 
as in the case of those persons to which such 
provisions are specifically applicable, and the 
freight forwarder shall be deemed both the 
receiving and delivering transportation com- 
pany for the purpose of such section 20(11) 
and (12). . 


Section 20(11) of Part 1 of the Act 
provides that any common carrier deliv- 
ering said property so received and 
transported shall be liable to the lawful 
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holder of the bill of lading or to any 
party entitled to recover thereon for the 
full actual loss, damage, or injury to 
such property caused by it or by any 
such common carrier to which such 
property may be delivered or over whose 
line or lines such property may pass 
within the United States when trans- 
ported on a through bill of lading. 

It seems apparent that under the 
above provisions of the Act, the liability 
of the carriers is joint and several. 

Under the decision in Oregon-Wash- 
ington R. & Navigation Co. vs. McGinn, 
42 S. Ct. 332, 258 U. S. 409, a claim can 
be filed with either the delivering or 
originating carrier. The filing with 
either carrier binds the other. 


Tariff Interpretation — Applicable Ex- 
ception Tariff Rating on Pressboard 


Missouri.—Question: What is your 
opinion of the following classification 
problem? 

Various exception tariffs in this terri- 
tory carry a 5th class rating on fibre 
board, as listed in Item 34, page 279 
of National Motor Freight Classification 
No. 7. There are no exceptions under 
the caption “press board,” as described 
in Item 5, page 225, of National Motor 
Freight Classification No. 7. In this 
instance the shipper contends that press 
board, as described in his bill of lading, 
is the same as fibre board. We under- 
stand the traffic has been moving for 
sometime billed as press board and using 
the fibre board exception rating. 

We are familiar with the fact that 
press board is scrub yellow pine that is 
exploded and then ironed. We are not 
familiar with just what fibre board con- 
sists of. 

Will you please advise us if the ship- 
per is correct in contending they are one 
and the same commodity? If so, should 
they not be listed in the same item in 
National Motor Freight Classification 
No. 7? 

Answer: Fibre board appears in the 
National Motor Freight Classification 
No. 7 under the ‘general heading “wall- 
board,” while press board appears un- 
der the general heading “paper.” 

We find no cases in which the char- 
acteristics of press board have been de- 
scribed, but in its reports in Central 
Territory motor carrier rates, 23 M. C. 
C. 93(94) and California motor carrier 
rates, 41 M. C. C. 19 (79), both the terms 
are used. 


In Webster’s dictionary fibre-board is 
defined as a material made by compress- 
ing fibres, as wood, into thick stiff sheets; 
also, one of the boards so made. 


Pressboard is defined as a kind of 
highly sized rag paper or board, some- 
times containing a small admixture of 
wood pulp—so called because used orig- 
inally, as now, in presses for pressing 
and finishing knit underwear. 


In Beveridge Paper Co. vs. Pennsy]l- 
vania. RR. Co, 232 1. C.. C. GTi, the 
Commission said: 


In Celotex Co. vs. Atlantic Coast Line R. 
Co., 179 I. C. C. 307, the rates on celotex, in 
carloads, from Marrero (New Orleans), La., 
to Florida points were in issue, and the Com- 
mission discussed their applicability and rea- 
sonableness. It there stated, page 310, that 
pulpboard is a generic term covering a variety 
of boards. The description ‘‘pulpboard’’ in 
the tariff containing the 28.5-cent rate was 
unrestricted and, therefore, embraced com- 
plainant’s shipments here under considera- 
tion. 


While the description “pulpboard” is 
a generic term, the description ‘“fibre- 
board” does not appear to be a generic 
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term, but rather a term which desig- 
nates a particular kind of board, which 
is also true of the description ‘press- 
board.” 

It is our opinion that the rating pub- 
lished in the National Motor Freight 
a must be applied on press- 
board. 


Tariff Interpretation— 
Drill Rods 


Arizona.—Question: Referring to Item 
5510 of Trans-Continental Freight Bu- 
reau westbound commodity tariff 1-Y, 
and notes 1 and 3 of said item, would 
this item cover a shipment of drill rods 
for core drills? This commodity con- 
sists only of rough steel tubing threaded 
for coupling. 

Also, will you kindly advise what item 
of Consolidated Classification No. 16 
would cover the commodity, inasmuch 
as these are not polished rods. 

Answer: It is our opinion that a drill 
rod for a core drill must be considered 
a part of a core drill. We assume a core 
drill is a piece of machinery. 

Item No. 5510 of Agent Kipp’s I. C. C. 
No. 1507, West-Bound Commodity Tariff 
No. 1-Y, reads: 


IRON OR STEEL ARTICLES (except as 
noted): 


Bars, N: 0. .S: ogee to Note 1.) 

Pipe, wrought, not place or sheet (Subject 
to Note 3). 

Rods (Subject to Note 1). 

Note 1—Rates apply on drawn or rolled 
iron or steel bars or rods, either square, 
round or otherwise shaped in the drawing or 
rolling process; also on such bars or rods 
when bent, twisted or otherwise deformed, 
galvanized, ground, hammered, punched ((4) 
countersunk or not countersunk), sheared or 
threaded; but rates do not apply if further 
work has been done. 


Note 3—Wrought drill pipe, not in coils, 


may have drill pipe couplings or joints af- 
fixed or integral joints. 


It does not appear to us that the bars 
or rods covered by the above item, are 
rods to be used in a core drill. The last 
portion of Note 1 states: “But rates do 
not apply if further work has been 
done.” From this wording it would 
seem that the rods covered by this item 
are in an unfinished state of manufac- 
ture. Likewise, it is our opinion that 
wrought drill pipe is a different com- 
modity from drill rods which, as stated, 
are steel tubing. 

_ Under the assumption that a drill rod 
is a part of a core drill, and that a 
core drill is. used in mine or quarry 
drilling, which falls under the heading 
of machinery or machines or parts 
named, as per Item 29750 of the Con- 
solidated Classification, it would appear 
that drill rods would be so rated. On 
the other hand it might not be a drill 
used in mine or quarry drilling, but a 
machine part rated as per Item 33915 
of the Consolidated Classification and 
used in rotary well drilling, which ap- 
pears under the heading of oil, water 
or gas well outfits or supplies. 

_ Without knowing more about the ar- 
ticle in question we are unable to give 
a more definite answer. 


Damages—Mitigation of Damages by 
Consignee. 


Maryland.—Question: It is generally 
understood that, where goods are injured 
‘n transit, it is the duty of the consignee 
‘0 accept the goods and file claim for 
‘he difference between the value of the 
:00c's in their injured condition and their 
vali:e had they been delivered uninjured. 
Wii you kindly furnish me with de- 
“lslons in support of this practice? 


It frequently happens that goods are 
received damaged and the consignee 
makes repairs and files claim for the 
cost of the repairs. Under present condi- 
tions it is not always possible to obtain 
repair parts promptly. Several months 
may elapse between the receipt of the 
goods in a damaged condition and the 
completion of repairs which will restore 
the articles to their original condition 
suitable for sale. Assuming that in the 
interim between the time the goods are 
received from the carrier in a damaged 
condition and the time at which the con- 
signee, with exercise of due diligence, is 
able to complete repairs, changing mar- 
ket conditions result in the consignee 
being unable to sell the articles or that 
he is obliged to sell at a loss, is the car- 
rier liable for the damage sustained by 
the consignee resulting from the de- 
crease in market value. ; 

It is admitted that the carrier is not 
responsible for conditions which delayed 
the completing of repairs. However, the 
carrier is directly responsible for the in- 
jury which necessitated the repairs and 
it would therefore appear that the car- 
rier should be liable for all damages, 
including those resulting from decrease 
in market value. 

Answer: Where goods are injured dur- 
ing transportation, it is generally held 
that* the consignee cannot abandon the 
consignment and sue for the full value, 
but must accept the goods as tendered 
and sue for damages. See, in that con- 
nection, our answer to Pennsylvania, 
page 1698 of the January 30, 1944, Traffic 
World, under the above caption. 

As the carrier is liable for the differ- 
ence between the value of the goods in 
their injured condition and their value 
when delivered to the carrier for trans- 
portation, it would seem that, where the 
consignee undertakes to mitigate dam- 
ages by repairing the goods, he should be 
entitled to the difference between the 
value of the goods at the time the repairs 
are accomplished and the market value 
at the time of delivery. 

The carrier is in no worse position 
than it would have been had repairs not 
been undertaken, if the goods could not 
have been used in their injured condi- 
tion for the purpose originally intended. 


Damages—Released Valuation 


New York. — Question: Interstate 
household goods shipments generally 
move under released rate order in which 
the shipment is released at 30 cents per 
pound per article. 

In the event an article, contained in a 
barrel or carton, is damaged, is the re- 
leased valuation determined by the 
weight of the barrel or carton or by the 
weight of the article claimed to be dam- 
aged? 

I would appreciate if you would furnish 
any decisions or interpretations of the 
application of the released valuation 
order under these conditions. 

Answer: As freight charges are based 
on the weight of the barrel or carton and 
its contents, it would seem that damages 
should be based on this weight. 

We are not aware of decisions in which 
the question has been at issue. 


Damages—Delay 


Ohio. — Question: Your opinion, to- 
gether with any cases which may apply 
against the situation will be very greatly 
appreciated. The situation in question 
is as follows: 

The vendor, in city A, shipped under 
date of August, 1943, to a customer in 
city B. En route the shipment became 
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lost, and since no notification was made 
by the shipper that the merchandise had 
been shipped, the customer never in- 
stituted a tracer. After receiving numer- 
our requests from the shipper for pay- 
ment of the invoice, the customer insti- 
tuted a tracer and in November, 1944, 
located the merchandise which was for- 
warded and received by the customer, 
under date of January 2, 1945. 

Under Section II, paragraph B, of the 
contract terms and conditions of the bill 
of lading, does the customer have the 
right to file for the full amount of the 
merchandise because of delay involved? | 
I might add that because of the long de- 
lay in the delivery of this merchandise, 
it had become obsolete and a dead loss to 
the customer. 

Answer: The measure of damages for 
delay in transportation is not the value 
of the goods, since the bailor still retains 
the ownership, but the loss proximately 
caused by the delay. The carrier’s liabil- 
ity is to compensate for the damages 
growing out of the delay, and not for 
loss, and the remedy of the person en- 
titled to the goods is to sue for the dam- 
ages he has sustained by reason of the 
delay. 

An exception to the rule occurs where 
because of unreasonable delay the goods 
become valueless, or in other words, 
where the delay has caused what is 
equivalent to a total loss, to the owner. 
Under these circumstances a recovery of 
the full value of the goods when and 
where they should have been delivered 
is proper. 


Liability of Carrier as Warehouseman 
and ‘as Common Carrier. 


New Jersey. — Question: Will you 
please cite cases, if any, regarding the 
following: 

A shipment released by this company 
to a rail carrier arrived at destination in 
A-1 condition but, when tendered for de- 
livery to the customer, it was refused. 
The shipment was returned to the car- 
rier’s terminal and the refusal notice was 
sent to the shipper. While the notice 
was in the mail the carrier’s terminal 
was destroyed by fire and we were noti- 
fied to this effect. We immediately in- 
stituted claim with the originating car- 
rier but it contends that the matter 
should be handled direct with the carrier 
at destination as it does not enter the 
picture. 

The subject was directed to the de- 
livering carrier and an answer was re- 
ceived which reads: 


Our liability at the time the shipment was 
destroyed by fire was that of warehouseman 
only. As warehouseman, we do not believe 
there is any responsibility on our part for 
damage by fire. Under the circumstances I 
am forced to state your claim is respectfully 
disallowed. 


We understand fully the bill of lading 
contract terms and conditions, Section 
1-B, but are we to believe we are unable 
to receive part or all settlement ? 


Answer:—Because of the exceptional 
and arbitrary character of the insurance 
feature of the contract of carriage, it 
necessarily follows that the consignee is 
bound to observe diligence in removing 
the goods. The duty of the consignee to 
receive the goods, it is said, is as impera- 
tive as is the duty of the carrier to de- 
liver. The stringent liability of the car- 
rier cannot be continued at the option of 
or to suit the convenience of the con- 
signee. The rule is well settled in juris- 
dictions where the consignee is allowed a 
reasonable time within which to remove 
the goods before the carrier’s liability as 
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insurer terminates, whether this time is 
to be estimated from the date of the ar- 
rival of the goods or from notice of their 
arrival that the liability of the carrier, as 
such, ceases after the termination of such 
a and becomes that of warehouseman 
only. 

The transportation of goods and the 
storage of goods are contracts of a dif- 
ference character; and though one per- 
son or company may render both serv- 
ices, yet the two contracts are not to be 
confounded or blended, because the legal 
liabilities attending the two are different. 
A person may, in the character of a car- 
rier, be liable for a loss from which in 
the character of a warehouseman he 
would be exempted, since the common 
law imposes no duty on a common car- 
rier to render services as warehouseman, 
other than such as are necessarily in- 
cidental to the transportation of the prop- 
erty. The liability of a carrier as such, 
with some few exceptions, is practically 
that of an insurer, while the duty of the 
carrier as warehouseman is not that of 
an insurer but merely to exercise ordi- 
nary care. 


If the goods were destroyed after the 
liability of the carrier as such had term- 
inated, unless liability on the part of the 
carrier as a warehouseman can be estab- 
lished, there can be no recovery of dam- 
ages in any amount. 


Routing and Misrouting—Conflict Be- 
tween Rate and Route in Bill of Lad- 
ing—Rate Inapplicable Via Any Route 


Maryland.—Question: Will you please 
advise whether the principles enunciated 
in the St. Louis Cooperage Case, 161 
I. C. C. 258, as to the responsibility of 
an originating line for misrouting, have 
ever been superseded by later decisions. 

I have in mind that particular phase 
of this and related cases as to the effect 
in a bill of lading of a figure purporting 
to be a rate placed in the bill of lading 
in the column provided for the rate, 
which figure is not, however, a rate at 
all applicable Via any route origin to 
destination. The rule used to be that to 
create a confliction between rate and 
route, placing upon the originating car- 
rier the obligation to determine from 
the shipper what his intentions are, the 
rate shown must be applicable over some 
route as to which the carrier in posses- 
sion of the property as an originating 
line is a party. Certainly, if a carrier 
to which a shipment is delivered at point 
of origin cannot be required to protect 
a rate that applies from the same point 
to the same destination but applicable 
only via the line of a competing carrier 
at point of origin. it doesn’t make sense 
to hold that there is a confliction be- 
tween rate or route, when the figures 
shown in the rate column is purely arbi- 
trary and does not represent any pub- 
lished rate at all. 


It seems to us that if the provision of 
the St. Louis Cooperage case is the last 
word, it throws an undue burden on the 
railroad because an unscrupulous ship- 
per, merely to protect himself and to 
set up a theoretical confliction, could 
show any kind of a figure purporting to 
be a rate without making any attempt 
to check the correct rate. 


Specifically, I should like an answer 
on the following points: viz, whether a 
confliction between rate and route is set 
up when the figure shown in the rate 
column on the bill of lading is (a) -not 
applicable over any route origin to des- 
tination or (b) applicable only over a 
route to which the carrier to whom the 


shipment has been delivered is not a 
party as an originating line. If, in such 
cases, the rate shown is ruled out of 
the picture as having no effect, can the 
railroad, without letting itself open to 
a charge of responsibility for misrouting 
forward the shipment over the route 
specified in the bill of lading by the 
shipper, notwithstanding via such route 
the rate is higher than via some other 
route to which the originating carrier, 
to whom the shipment has been deliv- 
ered, is a party. 

Answer: We have never been in ac- 
cord with the reasoning in the St. Louis 
Cooperage case, 161 I. C. C. 258, that 
the showing of a figure (not a rate) and 
a route constituted a confliction. It cer- 
tainly is not a conflict in the sense that 
the showing of a rate which applies via 
one route and a route other than that 
over which the rate shown in the bill 
of lading applies constitutes a conflict. 

Just how there can be a conflict be- 
tween a meaningless figure and a route, 
so as to impose upon the carrier the duty 
to forward the shipment via the cheapest 
route to which the initial carrier is a 
party, is not clear to us. 

The St. Louis Cooperage case has not 
been overruled and is followed in Rea- 
Patterson Milling Co. vs. Missouri Pa- 
eine, .- Co, Fi i: CC. €. 147, and 
Washington Building Lime Co. vs. Bal- 
timore & O. R. Co., 173 I. C. C. 370. In 
the latter case, this so-called conflict is 
termed an inconsistency between the 
rate and route inserted in the bill of 
lading. 

The principle applied in the St. Louis 
Cooperage case was first stated in the 
report of the Commission in Union Saw 
Mill Co. vs. St. Louis, I. M. & S. Ry. Co., 
40 I. C. C. 661, which is cited in S. J. 
Groves & Sons Co. vs. Chicago, M. St. 
R R. Co., 197 I. C. C. 257, Andersen, 
Smith & Hamilton Inc. vs. Chicago & 
N. W. Ry. Co., 195 I. C. C. 82, and sev- 
eral other cases. 


Connecting Carrier—Liability of 


South Dakota.—Question: We have a 
shortage claim covering a shipment mov- 
ing via a forwarding company who ad- 
mit the shortage, but after a year have 
not paid the claim, apparently awaiting 
settlement to them by a railroad who 
handled the shipment part of the way. 

I understand the forwarding com- 
pany moved this shipment in a consoli- 
dated carload part of the way and the 
forwarding company was both the ship- 
per and receiver in that portion of the 
movement. The last part of the move- 
ment was via a motor carrier on joint 
billing where the manufacturer was 
shown as a shipper and we as the con- 
signee. The motor carrier is a partici- 
pating carrier in the forwarding com- 
pany tariff and as such, I believe, are 
equally liable to use under Part IV of 
the Act and are not liable only to the 
forwarding company such as the rail- 
road is. 


In your opinion, may we institute suit 
in this state against the motor carrier, 
with or without the forwarding company 
being named as a co-defendant or are 
we restricted to file our suit against the 
forwarding company only? 

Answer: Apparently the shipment 
moved under an arrangement covered 
by Section 409 of Part IV of the Inter- 
state Commerce Act. 

If so, the provisions of Section 413 
govern the liability of the parties trans- 
porting the shipment. 

Section 413 provides: 
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The provisions of section 20(11) and (12) of 


part I of this Act, together with such other ff in 
provisions of such part (including penalties) on 
as may be necessary for the enforcement of nc 
such provisions, shall apply with respect to 
freight forwarders, in the case of service ' 
subject to this part, with like force and § 2° 
effect as in the case of those persons to HN 
which such provisions are specifically applica- rie 
ble, and the freight forwarder shall be deemed af 
both the receiving and delivering transporta- de 
tion company for the purposes of such section ha 
20(11) and (12). 
Section 20(11) of Part I of the Act} © 
provides that any common carrier de- 
livering said property so received and 
transported shall be liable to the lawful 
holder of the bill of lading or to any § wi 
party entitled to recover thereon for the § “C 
full actual loss, damage, or injury to § pr 
such property caused by it or by any § 19 
such common carrier to which such § in; 
property may be delivered or over whose § 17 
line or lines such property may pass § fic 
within the United States when trans- § of 
ported on a through bill of lading. Ne 
It seems apparent that under the § die 
above provisions of the Act, the liability § sh 
of the carriers is joint and several. | 
Liability for Injury to Shipment no 
from Foreign Country po 
fre 
Massachusetts .— Question: Will you § wt 
please advise your opinion on the fol- f yo 
lowing question? fol 
A car of syrup was shipped from f re; 
Mexico to a New England point. Two . 
barrels were damaged. A claim was hn 
presented for loss but the carrier refuses git 
to settle for more than 50 per cent of} ¢.. 
the claim because the shipment origi- . 
nated in Mexico and did not travel on (b 


a through bill of lading. While a 
through bill of lading was issued, an- 
other was issued at Brownville, Texas. 

The claimant has been asked to place 
claim for the balance with the Mexican 
line. 


We would like to know, with citations, 
why the carrier at destination is not 
liable for the full amount of the claim. 

Answer: The provisions of the Inter- 
state Commerce Act are applicable to 
transportation from a foreign country 
to any place in the United States, but 
only in so far as such transportation 
takes place in the United States. Sec- 
tion 1, Subdivisions (a) and (c), of Part 
I of the Act provides that the provisions 
of this part shall apply to common car- 
riers engaged in the transportation of 
property wholly by railroad, or partly 
by railroad and partly by water when 
both are used under a common control, 
management, or arrangement for a con- 
tinuous carriage or shipment from or to 
any place in the United States to or from 
a foreign country, but only in so far as 
such transportation takes place within 
the United States. 

Under Section 20(11) of the Act an 
action may be brought against either the 
initial or the delivering rail carrier and 
recovery had if the injury occurred 
while the shipment was in the possession 
of one of those carriers, from a cause 
for which those carriers are liable. Sec 
tion 20(11) does not apply to throug! 
transportation from a foreign country. 


Where goods are injured in transpot- 
tation the burden is on the plaintiff, i 
an action for damages, to show that the 
goods were in good condition when de 
livered to the initial carrier and thaljj 
they were in a damaged condition whe! 
tendered by the delivering carrier. 

No presumption exists that the good 
were in good condition when deliver 
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ing recites that the goods were received 
in apparent good order, the burden is 
on the carrier to show that they were 
not in good condition when received. 


Therefore, if you can show that the 
goods were in good condition when de- 
livered to the initial American rail car- 
rier and that the damage did not occur 
after delivery of the shipment by the 
delivering rail carrier, recovery may be 
had against the American rail carrier. 


Tariff Interpretation — Application of 


Rule 1242 of National Motor Freight 
Classification 


Minnesota.—Question: We have read 
with much interest your answer to 
“Ohio,” under the caption “Tariff Inter- 
pretation,” on page 729 of the March 24, 
1945 issue of the Traffic World, regard- 
ing the interpretation of Item 3, page 
178, of National Motor Freight Classi- 
fication No. 6, now Item 15, page 183, 
of National Motor Freight Classification 
No. 7, having to do with the rating on 
dies each weighing less than 500 pounds, 
shipped loose. 

Your statement that this item does 
not establish a minimum weight of 500 
pounds for the purpose of assessing 
freight charges is, of course, understood 
when this item stands alone. But would 
you deny that this weight may be used 
for computing charges when the item is 
read in connection with Rule 12% ? 


_ If so we would appreciate your opin- 
lon as to what force and effect can be 
given to Rule 12% if not to the instant 
case. Do you not think that this rule 
is more specific than Section 6 (a) and 
(b) of Rule 5, as applied to the item in 
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question, and, as such, would control, 
not to mention the fact that Rule 12% 
is a “holding out” to the shipper, whereas 
Rule 5, by its terms, definitely is not? 
Our interest is in loose sash weights, 
as described in Item 26, page 168, of 
National Motor Freight Classification 
No. 7, and weighing 14 pounds. A ship- 
ment of ten, 140 pounds, if subject to 
Rule 5, could be charged for at the rate 
of 70 cents (third class), amount 98 
cents; whereas the charges under Rule 
12% would be figured: 150 pounds@55 
cents (fourth class), amount 83 cents. 


Answer: Our answer, to which you 
refer, appears to have been based on the 
assumption that the dies were packed in 
barrels or boxes, the inquiry not stating 
whether they were in packages or loose. 
Apparently they were loose. If so, our 
opinion is as follows: 

Paragraph (b), Section 1, Rule 12%, 
as published in Supplement No. 14 to 
the National Motor Freight Classifica- 
tion No. 6, Charges on Individual Min- 
imum Weights, reads: 


When, in the description of an article, and 
individual minimum weight per piece of loose 
freight is specified in connection with a rat- 
ing, no provision being made for loose pieces 
weighing less than the specified individual 
minimum weight, the total charge for a num- 
ber of loose pieces of a lesser weight shall 
be the same as would accrue on a like 
number of similar loose pieces, each of the 
specified individual minimum weight. 


Paragraph (F), Rule 5. of Supplement 
No. 6 to the same issue, reads in part: 


When an article is found in transportation 
which is not packed in accordance with classi- 
fication provisions it will be charged one class 
higher (greater).... 


_The provisions of this rule are de- 
signed to cover charges for improper 
packing. 

Inasmuch as the problem presented is 
one in which the classification provides 
specific ratings on dies, subject to an 
individual minimum weight per piece, 
and not a case where a commodity was 
improperly packed, we are of the opinion 
that the provisions of Rule 12%, as 
above quoted, apply. 


In other words there are no grounds 
for assessing a penalty under Rule 5 on 
a shipment that contains pieces weighing 
under 14 pounds each. 


Tariff Interpretation—Application of 
Intermediate Rule 


Illinois. — Question: Please give us 
your opinion in the following case: 

Is it proper to apply the intermediate 
application provided in Item 310, para- 
graph (1) Northwest Tariff Bureau Tar- 
iff 5-B, M. F.-I. C. C. 201, on an LTL 
shipment originating at point ‘A,’ not 
carried as an origin point, destined to 
a point in Montana, when handled by a 
motor freight common carrier who is a 
party to the tariff, from point “A” to 
Chicago and there turned over to a mo- 
tor freight common carrier operating be- 
tween Chicago and the Montana desti- 
nation through origin point “A,” but who 
does not have operating rights at point 
“A” for interstate traffic? 


Does the fact that the long haul car- 
rier holds no operating rights from point 
“A” have any bearing on the application 
of the intermediate rule? 


Answer: If there is published in this - 


tariff a rate from a named origin point 
to the Montana destination which applies 
via the unnamed intermediate point, it 
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appears that under the terms, subject 
to the conditions of Item 310, the inter- 
mediate application would apply.. That 
is, such rate would have application in 
the instance of a shipment originating 
at named origin point via carrier “X” 
to Chicago via route through the un- 
named intermediate origin point to Chi- 
cago where carrier ‘X” interchanges 
traffic with carrier “‘Y” to final destina- 
tion. However, if carrier “‘X’s’” operating 
authority is restricted as to the inter- 
mediate point involved, “A,” the pres- 
ence of an intermediate application 
would not establish service from such 
point. 


If the tariff publishes a through rate 
from origin to destination and such a 
rate is constructed as stated above, the 
fact is that carrier “Y’” who has author- 
ity to operate from Chicago to destina- 
tion does not need authority to operate 
from “A” to be permitted to participate 
in the movement referred to. 


Reconsignment—Liability of Carrier for 
Failure to Reconsign Where No Tariff 
Provisions Therefor 


Texas.— Question: In your answer to 
Illinois, on page 1138 of the April 28 
issue of the Traffic World, under the 
above caption, concerning reconsignment 
privileges where no tariff authority is 
published for same, I believe you have 
overlooked the fact that the question 
was in regard to an LTL shipment (less 
truckload). 

So far as I know, there are no pub- 
lished reconsignment rules in respect 
to LTL shipments or LCL shipments, 
which would allow the assessing of the 
through rate from points of origin to 
ultimate destination. The general rule, 
I believe, is that although reconsignment 
will be made upon orders of either the 
shipper or consignee, it is in fact a 
reshipment, and the combination of rates 
must be assessed to and from such points 
where such diversion occurred. It seems 
to me that the carrier in question erred 
in not diverting the shipment at the 
point requested. However, the rate ap- 
plicable would have been the applicable 
rate from point of origin to point where 
shipment was diverted and from this 
point to ultimate destination. 


Answer: That reconsignment is a serv- 
ice for which there must be tariff au- 
thority is stated by the Commission in 
Kern & Sons vs. Chicago, M. & St. P. 
Ry. Co., 40 I. C. C. 552. In its report in 
this case the Commission said: 


With respect to its avowed practices as 
disclosed by its answer, defendant’s atten- 
tion is directed to the requirement of the 
act to regulate commerce, particularly those 
in section 6 thereof, to rule 10(a) and rule 
74 of our Tariff Circular 18-A, and to the 
provisions of the Elkins act respecting the 
failure of common carriers subject to the 
act to publish their tariffs as therein required. 
Carriers subject to the act may not lawfully 
extend reconsignment without tariff authority. 
Rule 74 of Tariff Circular 18-A pertinently 
states that: 


The privilege is of value to the shipper, 
and in order to avoid discrimination it is 
necessary for carrier that grants such privi- 
lege to publish in its tariff that fact, together 
with the conditions under which it may be 
used and the charge that will be made there- 
for. Such rules should be stated in terms 
that not open to misconstruction.”’ 


It is our opinion that this principle 
applies to both carload and less-than- 
carload traffic and that what you de- 
scribe as a reshipment is in fact a re- 
consignment. See Fulton Chestnut vs. 


Chicago, B. & Q. R. Co., 208 I. C. C. 456. 














On May 17 at the Hotel Alexander, the Traffic Club of 
Hagerstown, Maryland, will be organized and election of offi- 
cers, Board of Governors, and appointment of committees will 
take place. -A constitution and by-laws will be voted on. Meet- 
ings will be held the third Thursday of each month. Fred A. 
Thompson, assistant traffic manager, Fairchild Aircraft, will 
serve as chairman of the initial meeting. 





The New Haven Traffic Club will hold its monthly dinner 
meeting at Hotel Taft May 14. William Holloway 3rd, district 
passenger agent, Pennsylvania Railroad; V. S. Karlawish, dis- 
trict passenger agent, New York Central, and J. A. Siler, dis- 
trict passenger representative, B. & O. Railroad, will talk on 
passenger and pullman reservations of today. They bate also 
discuss post-war passenger travel. 





Members of the board of directors of the Associated Traffic 
Clubs of America organization are voting by mail on the appli- 
cation of Portland Transportation Club for membership in the 
association. 





Guest speaker at the Traffic Club of St. Louis noonday 
meeting in the Gold Room at New Hotel Jefferson May 14, 
will be R. E. Whitmer, system director of cargo sales, Trans- 
continental & Western Air, Inc., Kansas City. He will speak 
on “Air Cargo.” 


The annual election of directors of the Traffic Club of Min- 
neapolis was held at the Hotel Nicollet May 7. The directors 
elected for three year terms were: Transportation: C. L. Fuller, 
assistant general freight agent, Minneapolis & St. Louis Rail- 
way, and J. P. Mullen, general agent, freight department, 
Wabash Railroad; Other-than-transportation: K. R. Almy, gen- 
eral traffic manager, Russell-Miller Milling Company, and 
Frank Parsons, district manager, Minneapolis Koppers Com- 
pany, Inc. Retiring directors are: E. S. Everts, Midwest Oil 
Company; P. Frank Gill, Ann Arbor Railroad; Harold L. North- 
field, L. W. Northfield Company, and Spencer L. Parker, Chi- 
cago, Burlington & Quincy. Election of officers will be held at 
the annual meeting at the club May 21. 








An invitation is being sent to all local motor carriers to 
attend the May meeting of the Traffic Club of Wichita May 17 
in the Grill Room of the Lassen Hotel. A. W. Wilcher, sales 
representative, Cassell Transfer and Storage Company, will be 
in charge. A feature will be an illustrated lecture of E. M. 
Allison, test pilot, who will show pictures he took while in 
China. 





Prompted by a desire to organize a Traffic Club in Mont- 
gomery County and adjacent territory, including Philadelphia, 
traffic men met at the Valley Forge Hotel, Norristown, Pa., 
May 1, to make plans for such an organization. Members of the 
organizing committee are: Chairman, Lewis T. Cuthbert, traf- 
fic manager, American Franklin-Olean Tile Co., Lansdale, Pa.; 
Harlan P. Ross, president, Upper Merion & Plymouth Railroad; 
James Ballard Zink, traffic consultant, Philadelphia; Louis 
Tose, M. Tose & Son, Bridgeport; W. F. Diehl, Republic Car- 
loading & Distributing Company, Philadelphia; W. M. Culin, 
Pennsylvania Railroad, Philadelphia. Paul H. Troutman, 
assistant traffic manager, John Wood Manufacturing Com- 
pany, Conshohocken, was appointed to draft definite plans for 
consideration by the organizing group soon. Walter A. Knerr, 
secretary, Manufacturers’ Association of Montgomery County, 
stated that, although the traffic club would not be affiliated 
with the Manufacturers’ Association, the association would 
cooperate with the club. 





The Denver Commercial Traffic Giub says to its members, 
“You’re missing somthin’ if you don’t attend the second annual 
strange affairs event, 40 & 8 Club, on May 25.” Dutch lunch, 
floor show and entertainment are scheduled for the evening. 





The Traffic Club of New Orleans held a luncheon meeting 
at the Hotel Roosevelt May 7. A native Orleanian, Milton J. 
McGovern, Lt., U. S. Army, retired, spoke on “My Experi- 
ences in the Persian Gulf Area.” He gave his impressions of 
Roosevelt, Churchill and Stalin at the Teheran Conference. 
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He had served as administrative assistant to Brig. General] 
Stanley L. Scott, chief of staff, Persian Gulf command, anc 
as officer in charge, staff of the American officials, Teheran 
office. 





The May 15 meeting of the Capital District Traffic Asso- 
ciation will be industrial night. Albert Rausch, traffic man- 
ager, Bayer Aspirin Co., will be general chairman. The prin- 
cipal speaker will be F. A. Doebber, president, Associated 
Traffic Clubs of America. 





The Los Angeles Transportation Club May 7 meeting was 
devoted to the showing of three films. “Lifeline of a Nation’ 
was a colored picture of American railroads and their war- 
time work. “We Said We’d Come Back” showed combat shots 
of latest ships, planes and weapons. The film “957th Day” 
depicted activities of the 5th Fleet somewhere in the Pacific 
on the 957th day of war. 





The Milwaukee Exporters Club at its annual meeting held 
at the Hotel Pfister on May 8 elected the following officers for 
1945-46: President, R. F. Herr, Harnischfeger Corp.; Treas- 
urer, E. L. Horst, Murphy Diesel Company; Secretary, W. P. 
Hoban, Harnischfeger Corp. (reelected). 





Mrs. Katherine L. Wolff, assistant traffic manager of the 
Bowers Battery and Spark Plug Company of Reading, Pa., is 
the president of the recently organ- 
ized Women’s Traffic Club of Reading. 
Other officers are: Vice President, Mrs. 
Kathryn Garrigan, secretary of Mid- 
Eastern Terminal, Reading; secretary, 
Miss Dorothy E. Walley, Millway Knit- 
ting Mills, Millway, Pa.; assistant sec- 
retary, Miss Dolores Rhinewalt, traffic 
department, Vanity Fair Mills, Read- 
ing; treasurer, Miss Marguerite M. 
Dunn, Reading Company, Reading; and 
members of board of directors, Mrs. 
Edith J. Ellis, secretary of New York 
& Pennsylvania Motor Express, Inc., 
Reading; and Miss Sarah Oaks, Read- 
ing Paper Box Company, Reading. 
Women engaged exclusively or partially 
in traffic work in commercial or trans- 
portation organizations within a radius of fifty miles of Reading 
are invited to become members of the club. The Traffic Club 
of Reading, as well as Miss Sara O. Seamer, first vice president 
of the New York City Women’s Traffic Club, and Miss E. Lee 
Hahn, publicity chairman of the Women’s Traffic Club of 
Greater New York, assisted in the organization of the club. 
Miss Clara M. Bettler is chairman of the club’s committee on 
publicity. 








At the Detroit Motor City Traffic Club meeting in Hotel 
Detroit-Leland May 14, Watts A. Shelly, transportation engi- 
neer, I. C. C. practitioner and attorney-at-law will speak on 
“Coordinating Water Carriers in a National Transportation 
System.” Committee members for this meeting are: Chair- 
man, R. M. Cowdin, Lecrone-Benedict Ways, Inc.; vice-chair- 
man, C. I. Ehringer, Harry Ferguson, Inc.; secretary, Frank 
W. Davison, Erie Railroad Co.; Grant Arnold, Duncan Cain, 
Donald Mitchell, H. W. Otto, Andrew Stark, John Wallace, 
E. F. Avery, Hugh Campbell, T. W. O’Neill, Victor Powis, 
Lloyd Straley, Judson Willhite, W. A. Cunningham. 





The Raritan Traffic Club held a meeting May 8 at the 
Roger Smith Hotel. It appointed the following nominating 
committee: John H. Kappmeier, Jr., Associated Transport, 
Inc.; Fred C. Hermann, Hermann Forwarding Co.; Eugene S. 
Mezours, E. I. Dupont de Nemours & Co.; James G. Orr, Flako 
Products Corp.; Charles J. Sharkey, Norfolk-Southern Rail- 
way Co. The committee’s report will be presented at the next 
regular meeting June 12. 


N. Y. SHIPPERS’ CONFERENCE COMMITTEES 


Chairman John H. Pretzell announced, at the monthly meet- 
ing of the Shippers’ Conference of Greater New York on May 9, 
that he had appointed the following chairmen of standing com- 
mittees: 


George E. Mace, rate construction and tariffs; E. G. Parsons, classi- 
fication; Frank Rich, freight claims; George E. Mace, legislative; E. K. 
Larax, motor transport and drayage; E. F. Hanlon, intercoastal and 
inland waterways; F. Obst, freight terminal; W. A. Moore, car demur- 
rage and storage; C. J. Weidinger, bill of lading; H. M. Frazer, freight 
forwarder; R. W. Bennington, air transportation; Simon Katz, express 
and parcel post; Otto Olsen, export and import; John Orr, membership; 
J. J. A. Winzenreid, publicity; J. A. Gerlin, auditing; H. H. Horton, 
reception; M. J. Mendel, visiting. 
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Albert L. Bergstrom will have complete charge of all 
engineering activities as vice-president of all engineering at 
Timken Roller Bearing Company, Canton, Ohio. He was elected 
as vice-president at a board meeting May 1. O. J. Horger, 
formerly in charge of railway engineering and research, has 
been appointed chief engineer and C. L. Eastburg, assistant 
chief engineer of the railway division of the company. P. C. 
Paterson will be service manager of the division. 


David A. Lewis has been appointed traveling freight agent 
for the Fort Dodge, Des Moines & Southern Railway Co., at 
Chicago. 

H. E. Schuneman has been appointed general agent, 
Pittsburgh, Pa., for the Seaboard Air Line Railway. C. E. 
Boisseau, Jr., has been appointed general agent, Cincinnati, 
and S. Van Auken, Jr., general agent, Rochester, N. Y. After 
serving the railway for 41 years, D. P. Grier, general western 
agent, Chicago, Ill., has retired. E. Q. Davis succeeds H. E. 
Schuneman as district freight agent at Washington, D. C., and 
©. A. Williams succeeds Mr. Davis as commercial agent, Chi- 
cago, Ill. D. A. Mullaney has been appointed commercial agent, 
Chicago, Ill., to succeed Mr. Williams. Joseph Kesner has been 
appointed commercial agent, Pittsburgh, Pa. G. T. F. Schreiber 
has been appointed general western agent, Chicago, IIl., suc- 
ceeding Mr. Grier. 


W. E. Carroll is appointed assistant general agent, At- 
lanta, Ga., for Charleston & Western Carolina Railway Com- 
pany. Effective May 16, H. H. Elliott, Jr., will succeed Mr. 
Carroll as commercial agent at Atlanta. 


Charles E. Faendrick has been appointed foreign passen- 
ger representative for Greyhound Lines at New York. 

President R. W. Budd, Central Greyhound Lines, Inc., 
has announced a series of promotions affecting key opera- 
tional positions in Cleveland, Detroit, Rochester, and Syra- 
cuse, N. Y., Scranton, Pa., and New York City: L. J. Stewart, 
regional manager at Detroit, was named regional manager at 
Cleveland, assuming duties formerly administered by E. W. 
Flanningan, resigned; C. E. Walker was appointed Detroit 
regional superintendent, advancing from the divisional super- 
intendency at Rochester, N. Y. H. J. Wilkins, operating 
supervisor in New York City, became Rochester superintend- 
ent, and T. J. Coskran, division superintendent at Scranton, 
Pa., succeeded Wilkins in New York, with the rank of super- 
intendent. D. M. Dalton, operating supervisor at Syracuse, 
N. Y., was appointed Scranton division superintendent, while 
K. L. Hunter advanced from dispatcher to operating super- 
visor at Syracuse. 

Dr. Laurence C. Tombs of Montreal, vice-president of Guy 
Tombs, Ltd., a former member of the League of Nations 
Secretariat, has been appointed acting secretary, on loan from 
his company, of the executive committee of the International 
Air Transport Association. ° 


George Tyng Atkins, executive vice-president of the Mis- 
souri-Kansas-Texas Lines, died suddenly from a heart attack 
at the Mayfair Hotel, St. Louis, shortly after noon May 3. 


D. H. Bagley has been appointed as commercial agent to 


succeed E. M. Galloway, resigned, Mississippi Export Railroad 


Company. 

Fred S. Ross, Traffic Manager, Detroit and Toledo Shore 
Line Railroad Company, Detroit, Mich., died April 29, at his 
home in Birmingham, Mich. Mr. Ross entered the service of 
the company in May, 1904. He became general freight agent 
on December 12, 1911, and was promoted to traffic manager 
on December 1, 1937. 


Joseph D. Keenan, vice chairman for labor production of 
the ‘War Production Board, has announced appointment of 
Ernest A. McMillan, former port commissioner of the port of 
San Francisco, to the position of acting director of the ship- 
building stabilization division of the W. P. B.’s Office of Labor 
Production. 


Grover C. Loening, aeronautical engineer who has served 
as aircraft consultant to the War Production Board, has ac- 
cepted:a position as consultant to the National Advisory Com- 
mittee for Aeronautics and will begin his duties there June 1. 

J. K. Bleakmore returns to Rock Island Lines as general 
agent after a two years’ leave of absence while he served in 
the Transportation Corps, U. S. Army, supplying: ammunition 
to the Third Army in France and Germany, 
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American Airlines, Inc., has announced appointment of 
Lorin Randall, employed by that carrier since April 24, 1939, 
and chief agent of American Airlines at St. Louis, Mo., since 
July 25 of last year, to the position of supervisor of passenger 
and cargo service at Washington. 


The Board of Directors of The Peninsular & Occidental 
Steamship Company has elected Mr. Austin Williamson man- 
ager, with headquarters in Jacksonville, Florida. 


A new division known as the transportation and warehous- 
ing division has been created by the H. J. Heinz Company, 
under the direction of Ross E. Jones, Jr., former traffic man- 
ager. His new title is manager of transportation and ware- 
housing. H. J. Heinz II, president of the company, explained 
that the change was designed to provide the most effective 
co-ordination of traffic and transportation matters with the 
warehousing practices of the company. Mr. Jones joined the 
Heinz Company in 1922. He was appointed chief clerk of the 
traffic division in 1928 and traffic manager in 1934. 


At the annual meeting of the stockholders of Southern 
Pacific Company, Spring Station, Kentucky, all directors were 
re-elected. They are: James B. Black, San Francisco, Cal.; 
Allen L. Chickering, San Francisco, Cal.; Henry L. Corbett, 
Portland, Ore.; William W. Crocker, San Francisco, Cal.; Ben 
C. Dey, San Francisco, Cal.; Cleveland B. Dodge, New York; 
Walter Douglas, New York; Kenneth L. Isaacs, Boston, Mass.; 
Wm. De Forest Manice, New York; Armand T. Mercier, San 
Francisco, Cal.; Harvey S. Mudd, Los Angeles, Cal.; V. H. 
Rossetti, Los Angeles, Cal.; Donald J. Russell, San Francisco, 
Cal.; Landon K. Thorne, New York; John G. Walsh, New York. 

Tennessee Central Railway Company has announced the 
retirement of E. S. Brissey, general northern agent at Chicago. 
He served the company for nearly 23 years. The position of 
general northern agent was abolished. J. L. Wondergem has 
been appointed as commercial agent at Chicago. 

The American Short Line Railroad Association announced 
to its members the death of Herbert B. Cobban, member of 
the executive board and of the board of directors of the asso- 
ciation since 1927. He died at his home in Miami, Okla., May 3. 
He was president of the Northeast Oklahoma Railroad Com- 
pany. 


AITCHISON BRAZIL SPEECHES PRINTED 


The associations of commerce of Sao Paulo and Rio de 
Janiero, Brazil, it was learned in Washington, are printing in 
Portuguese the addresses delivered by Commissioner Aitchison 
in those two cities in the course of his recent mission under- 
taken for the Coordinator of Inter-American Affairs. 


Under the general heading of “Some Aspects of Trans- 
portation in the United States, 1945,” Commissioner Aitchison 
delivered a series of five speeches in each of the cities: “Geo- 
graphic and Economic Factors Affecting the Transportation 
Systems of the United States”; “The Domestic Transport Plant 
of the United States”; ‘The Federal and State Governments 
and the Transport Agencies” ; The Regulatory Policy of Con- 
gress and Its Administration”; and “Post-War Problems.” 

Commissioner Aitchison was made an honorary member of 
the Association of Commerce of Sao Paulo. 


T. A. OF A. ACTION 


The board of directors of the Transportation Association 
of America adopted the following resolution unanimously at its 
semi-annual meeting at Chicago May 10. 


Whereas, federal and state laws which impede or restrict the orderly 
and economic development and use of the most efficient and least costly 
type of transportation service are contrary to the best interests of 
users and the public generally, Therefore Be It 

Resolved, that the board of directors of the Transportation Associa- 
tion reaffirms its opposition to interstate barriers to transport—rail, 
highway, air and water—and urges speedy action by state legislatures 
and Congress to eliminate these barriers which have been imposed and 
to adopt as a permanent policy such measures as will insure to the 
public the most efficient and economical transport service that the 
various agencies can provide. 


The association elected Henry A. Palmer, former editor of 
the Traffic World, and S. S. Bruce, general traffic manager, 
Koppers Company, Pittsburgh, members of its board of di- 
rectors. 


Cc. M. F. A. ANNUAL DINNER SPEAKER 
Col. John D. Ames, publisher, Chicago Journal of Com- 
merce, on leave of absence to serve with the armed forces, will 
be the speaker at the annual dinner of the Central Motor 
Freight Association at the Palmer House, Chicago, June 6 (see 
Traffic World, May 5, p. 1202). 
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Land Grant Rate Distinction 


Judgment against the federal government has been entered 
by Judge Robert N. Pollard, of the federal district court for the 
eastern district of Virginia, Richmond division, in Civil No. 306, 
Atlantic Coast Line Railroad Co. vs. United States, a complaint 
to recover from the government the amount of $4,192, represent- 
ing land grant rate deductions applied by the government to cer- 
tain lend-lease shipments transported by the railroad to east 
coast ports. 


The A. C. L. billed the government for a total of $12,630 
for transportation of carload shipments of phosphate rock from 
the Pembroke Chemical Co., Pembroke, Fla., to the British Min- 
istry of War Transport at Norfolk, Va., and of carload ship- 
ments of sheet steel from Greenville Piers, N. J., to the British 
Ministry of War Transport at Charleston, S. C., for export in 
1941 and 1942 in connection with the lend-lease program. On 
the basis of land-grant rate deductions, the government con- 
tended the railroad was not entitled to the $4,192 sought to be 
collected by the A. C. L. through this complaint. 


Judge Pollard, in upholding the railroad’s claim and dis- 
missing a counterclaim by the federal government, concluded 
that the commodities involved in the complaint were not “mili- 
tary or naval property of the United States moving for military 
or naval and not for civil use” to which land grant rate deduc- 
tions might properly be applied, and that the shipments were of 
such character as to be subject properly to the full commercial 
freight rates. 

In reaching that conclusion, he referred to the decision of 
Judge Sterling Hutcheson, of the federal district court for the 
eastern Virginia district, in a similar suit of the Seaboard Air 
Line Railway receivers against the United States, upholding the 
receivers’ claim for the full commercial rates on shipments to 
which the government sought to apply land grant deductions 
(see Traffic World, April 7, p. 931). Judge Pollard said he re- 
garded Judge Hutcheson’s reasoning in that case as sound. 


New York’s Aviation Future 


New York City’s future in aviation was discussed at the 
business forum of the Commerce and Industry Association of 
New York May 9 by Neal Dow Becker, president; Alfred 
Marchev, president of the Republic Aviation Corporation; C. C. 
Thompson, vice-president of United Air Lines; Dr. N. L. Engel- 
hardt, Jr., director of Air Age Education Research; and Justin 
J. Tobin, executive director of the Port Authority of New York. 

Mr. Becker believed that aviation was bound to open up 
for the New York region thousands of jobs as a permanent part 
of its normal economy. New York’s place in the skies of tomor- 
row could be of tremendous importance if New York wanted 
to make it so, said he. 


Mr. Marchev saw expansion in both private and commercial 


flying as a reality of the future and, in reply to a question, 
expressed the opinion that airports could logically be built near 
the centers of such great metropolitan areas as those of New 
York City and Chicago. 

‘While there may be widely divergent views as to certain 
aspects of the future of air transportation, I’m quite sure that 
everyone must agree that New York will witness a large-scale 
expansion in its air facilities after the war,” said Mr. Thomp- 
son. “The war has advanced public acceptance of the airplane 
by at least twenty years. Many thousands of new air passengers 
and air shippers have been added during the war to the four 





Our Soldiers and the Future 


Many an American boy, never before away from 
his home state, now realizes the world trade respon- 
sibilities of the United States. Our peacetime nation 
will have new interests in foreign trade. To keep 
pace with the ideas of youthful America we must 
maintain a strong Merchant Marine. 
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million passengers carried by the domestic airlines in 1941. 
Meanwhile, more than two million men have been obtaining a 
first-hand acquaintance with the airplane while serving in the 
armed forces.” 

Mr. Thompson pointed out that New York represented a 
trade area of more than twelve million persons and added that 
it was the world’s greatest travel market as well as the world’s 
largest shipping point for air mail and express, and a great 
natural gateway for both travel and shipping. Therefore, he 
believed it inevitable that New York had a great future before 
it in air transportation. 


NEW COMPLAINTS FILED 


No. 29306, Haley-Neeley Co., Sioux City, Ia., vs. Chicago & North 
Western and Missouri Pacific (Guy A. Thompson, Trustee). 
Combination through rate of $1.34 a 100 pounds sought to be 
collected by defendants on carload shipments of grapefruit shipped 
from Texas origins to Sioux City, Ia., in January, February and 
March, 1943, alleged to have been in violation of sections 1 and 6. 
Reparation asked. (W. L. Haley, President, Haley-Neeley Co., 
Sioux City, Ia.) 


- MC C-411, Freight Transportation Engineers, Inc., Chicago, Ill., et al. 


vs. Great Central Transport Corporation et al., Detroit, Mich. 

Allege rates on 27 different shipments of ammunition or smokeless 
powder shipping boxes and four shipments of photo-flash bomb 
boxes, July 1 to November 30, 1942, in violation of sections 216(b) 
and 217(b). Ask cease and desist order, rates, shortened procedure 
or hearings at either Chicago, Ill., or Owensboro, Ky. (Charles 
O. Swartz, 134 North LaSalle St., Chicago 2, Ill.) 

. 29307, Storage-in-Transit on Artificial Rubber. 

Investigation instituted by the Commission, division 2, on its 
own motion, into the reasonableness, and the lawfulness otherwise, 
of storing and reshipment in transit at points in southwestern and 
western trunk-line territories, also at Mississippi River crossings, 
of rubber, artificial, neoprene or synthetic, crude, in carloads, orig- 
inating at points in Texas and Lake Charles, La., and destined to 
points in the United States to which through rates were in effect 
via the transit points, as described in item 2252-A of supplement 
No. 92 to Agent D. Q. Marsh’s tariff I. C. C. No. 3514 and item 
No. 1024 of supplement No. 12 to Agent L. E. Kipp’s tariff I. C. C. 
No. A-3565. All common carriers of property by railroad parties to 
aforelisted tariffs made respondents. Hearing, June 12, 9:30 a. m., at 
the Commission’s offices, Washington, D. C., before Examiner Griffin. 

MC C-485, R. E. Blickenstaff Revocation of Certificate. 

Investigation instituted into the operations of R. E. Blickenstaff, 
dba Ideal Truck Line, of Norton, Kan., by division 5, into and 
concerning the operations of the said R. E. Blickenstaff. Hearing 
assigned before Examiner Carmine Garofalo, June 8, at the State 
Corporation Commission, Topeka, Kan., and R. E. Blickenstaff noti- 
fied and required to appear to show cause, if any there be, why his 
certificate in MC 989, Sub. 6, should not be cancelled and revoked. 
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RESEARCH 


Strengthens the Steel Highway 





Basic design studies in Rio Grande's unique 


research laboratory, by the photoelastic method 





of determining stress distribution patterns thru the 





use of transparent bakelite models and polarized 





light, have resulted in an improved rail structure 





capable of withstanding today’s extreme axle loads. 





Contributing to Rio Grande’s ability to handle 
expeditiously and safely the traffic of the future 





will be two more Rio Grande “firsts” here 





illustrated — a radically new rail section with an 


“inverted” web, and the “full-fusion’” weld, first 








used for the continuous 





jointless welded rail 





installation in the six- 


mile Moffat Tunnel. 
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RATE DOCKETS 


of the following rate committees and many of their hearings 
and disposition notices: 


Central Freight Association 

Central Freight Association Coal, Coke & Iron Ore 
Central States Motor Freight Bureau 

Eastern-Central Motor Carriers Association 

Eastern Commodity Rate Revision Committee 

Illinois Freight Association 

Middlewest Motor Freight Bureau 

National Diversion and Reconsignment Committee 
New England Freight Association 

Southern Freight Association 

Southern Freight Association Coal & Coke Committee 
Southern Ports Foreign Freight Committee 
Southwestern Freight Bureau 

Southwestern Motor Freight Bureau Fe 
Texas-Louisiana Freight Bureau 

Transcontinental Freight Bureau 

Trunk Line Association 

Trunk Line Coal & Coke Committee 

Western Trunk Line 

Joint Conference Committee 


CLASSIFICATION DOCKETS 
The regular bi-monthly docket and all special dockets of 
the Consolidated Classification Committee which cover pro- 
posed changes in rules, descriptions, ratings and minimum 
weights 






















RATE CHANGES 


New Tariffs and Supplements Filed with I. C. C., M. C. 
and C. A. B. 

Tariffs Rejected 

Fourth Section Applications and Orders 

Short Notice Applications and Permissions 

Investigation and Suspension Orders 

Suspension Orders Vacated 

Released Rate Orders 

Embargo Notices, Modifications and Cancellations 
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A job for seasoned executives—this 7th War 
Loan! Especially when we've got to make 2 war 
loans total just about as much as all 3 in 1944! 
Putting this over demands the combined and 
continued efforts of the “‘No. 1’ men of Ameri- 
can industry. 


This means marshaling your plant drive to make 
every payday—from now ‘til June 30th—do its 
share toward the success of the 7th. Directing 
the drive is not enough. It's equally important 
to check to see that your directions are being 
carried out— intelligently! 


For example, has every employee had: 


1 an opportunity to see the new Treasury film, 
“Mr. and Mrs. America”? 


2 acopy of “How To Get There,” the new Finance 
Division booklet? 


3 anew bond-holding envelope with explanation 
of its convenience? 


4 Ith War Loan posters prominently displayed 
in his or her department? 


5 information on the department quota—and an 
urgent personal solicitation to do his or her 
share? 


a 


‘%) 
. ‘oan 
(uate 





If you haven't a copy of this importfan? 
booklet, “7th War Loan Company Quotas,” 
get in touch immediately with your local 
War Finance Chairman. 
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WAR Bax 


Remember, meeting—and beating—your 
highest-yet 7th War Loan quota is a task call- 
ing for “No. 1” executive ability. Your full 
cooperation is needed to make a fine showing 
in the 7th! Do not hesitate to ask your local 
War Finance Chairman for any desired aid. 
It will be gladly and promptly given. 


The Treasury Department acknowledges with appreciation the publication cf this message by 


TRAFFIC WORLD 


* This is an official U.S. Treasury advertisement prepared under the auspices of Treasury Department and War Advertising Conncil * 
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May 21—Hornell, N. Y.—Federal Bldg.—Ex- 
aminer Peterson 


MC 1 = W. ‘Nichols, Hornell, N. Y., 
May 2i—Springfleld, Mo.—U. S. Ct.—Exam- 
iner Carter 


Ex Parte 72, “Sub. 1i—Regulations concern- 
of class of employes and subordinate 
clals that are to be included within 
he term ‘‘employe’’ under Railway Labor 
yet Roadmasters St. L. S. F. Ry. 
May 21—Washington, D. C.—Argument: 
Finance 14663—G. N., abandonment. 
Finance 14749—Nor. Pac., abandonment, etc. 


May 22—Belle Fourche, S. D.—Don Pratt Ho- 
tel—Jt. Bd. 270: 
MC 105717—B. W. Rozell, Alzada, Mont., 
certificate. 
ean, N. Y¥.—U. S. Ct.—Jt. 
MC 26771, Sub. 6—Nestor Bros, Inc., Endi- 
cott, N. Y., certificate to extend opera- 
tions. 

May 22—Boston, Mass.—State Hous om- 
missioner Patterson and Examiner Hoy: 
29286—Petroleum Haulers of — England, 

Inc. et al. vs. B. & M. et al. 


May 22—Chicago, I!!.—Morrison Hotel—Exam- 


iner Walsh: 
Finance 14030—Alton, reorganization. 
May 22—Chicago, II!.—Sherman Hotel—Exam- 


iner Parker: 
MC 72576—O. E. Poe and G. H. Wolter, 
Albia, Ia., common carrier application. 


May 22—Fort Worth, Tex.—Hotel Texas—Jt. 
Bd. 77: 


MC 12304—Associated Movers, Fort Worth, 
Tex., license. 
May 22—San Francisco, Calif.—P. O. Bldg.— 
Jt. Bd 78: 


MC C-466—Valle 4 Motor es Ine. et al. 
vs. Western Truck Lines, Ltd. 
May Yao oe D. C.—Examiner Fuller: 
1.&S. 277—Switching at Jacksonville, Fla. 
—_ io diahinaen, D. C.—Argument: 
inance 14638—C, B. Q., abandonment. 
en © “ee N. Y¥.—U. S. Ct.—Jt. 


MC 95955, Sub. 1— Narrowsburg Express 
Lines, Narrowsburg, N. Y., certificate to 
extend operations. 


May 23—Chicago, I!l.—Sherman Hotel—Jt. Bd. 


MC FC 19879—Application for Transfer: 
Nicholas Consentino, dba Banner go 
transferee, Chicago, Ill., and O. K. Motor 
Service, Inc., transferor. Chicago, Ill. 

May 23—Indianapolis, Ind.—State Comm.—Ex- 
aminer Hanback: 

MC 18176, Sub. 72—Creston. Transfer Co... 
Grand Rapids, Mich., certificate to extend 
operations. 

ans og Peoria, Ill. —U. S. Ct. — Examiner 
ce: 

29254—National Cooperage and Woodenware 
Co. vs. Alton et al. 

May 5 ee Va.—Hotel Patrick Henry 

MC 1504, Sub. a Greyhound Corp., 
Charleston, . Va., certificate to extend 
operations. 

May 23—Washington, D. C.—Argument: 
28834—Southern vt we Coal Operators 
Ass’n. vs. C. & Q. al. 
> re Coal Co. * al. vs. A. T. & 


F 
we % 8 ae Coal Co., Inc., vs. 
Cc. B. & Q. 


ae a ee es Colorado Coals, Inec., vs. 


& F. et al. 
ru Oo ad D. C. a Albus: 
inance 14854—Application of C. st. P. 
& P. and G. N. for authority to yo 


segments of line and each to operate over 
the line of other in lieu of such abandon- 
ment, in Ida. and Wash. 


May 24—Binghamton, N. Y.—U. S. Ct.—Ex- 
aminer Peterson: 

MC 41012, Sub. 2—Jack Walsh Motor Lines, 
Inc., Binghamton, N. Y., certificate to 
extend operations. 

MC 105612 Ex—F. J. Tremper, seacparet- 
ville, N. Y., certificate of exemption. 


May 24—-Milwaukee, Wis.—Hotel Schroeder— 
Jt. Bd. 95: 


MC 2377, Sub. 7—Lency Clairmont Transfer, 
Escanaba, Mich., certificate to extend oper- 
ations. 

MC 104165, Sub. 1—Iron Mountain-Kings- 
ford Transit Lines, Iron Mountain, Mich., 
certificate. 


May Se City, Okla.—Skirvin Hotel 

MC 61440, Sub. 20—Lee Way Motor Freight, 

Inc., Oklahoma City, Okla., certificate to 
extend operations. 


May 24—Roanoke, Va.—Hotel Patrick Henry 
Jt. Bd. 245 and Examiner Garofalo: 
MC 105689—H. S. Jones Co., Clifton Forge, 
Va., permit. 


MC 105689, Sub. 1 Ex.—H. S. Jones Co., 
— Forge, Va., certificate of exemp- 
on 


May 24—San foe ane = =~ 2 OB, 

and Court House Bldg.—Examiner Linn: 

ie . Ss. Ma eB al services, charges 
or. 


May ‘hat D. C.—Examiner Prich- 


ard: 

* Finance 14897—Application of Mo.-Ill. for 
authority to acquire all properties and 
railroads of Mississippi River and Bonne 
Terre Ry. 


= 24—Washington, D. C.—Examiner Jor- 
* Clann 14879—Application of La. & Ark. 
for authority to execute a new agreement 
covering (1) lease of Black River Branch 
of Mo. Pac. and (2) acquisition of trackage 
rights over line of Mo. Pac., in Concordia 

Parish, La. 

May 25—Binghamton, N. Y.—U. S. Ct.—Ex- 
aminer Peterson: 

MC 105672—G. H. Woodruff, Binghamton, 
N. Y.. certificate. 

May ey mens W. Va.—Fed. Bldg.—Ex- 
aminer Garofalo: 
MC 16022, - Sub. 3—Black Diamond Lines, 
Inc., Bluefield, W. Va. 

May 25—Milwaukee, Wis.—Hotel Schroeder— 
Jt. Bds. 96 and 13: 

MC 26621, Sub. 3—Northern Transportation 
Co., Green Bay, Wis., certificate to extend 
operations. 

MC 36556, Sub. 2—Howard Blackmon Truck 
Service, Kenosha, Wis., certificate to ex- 
tend operations. 

May 25—Milwaukee, Wis.—Hotel Schroeder— 
Examiner Rice: 
29210—Albers Milling Co. vs. C. B. & Q. 


et al. 
May_25—San Francisco, Calif.—P. O. Bldg.— 
Jt. Ba. TS: 


MC 1651, Sub. 21—Railway Express Agency, 
Inc., San Francisco, Calif., certificate to 
extend operations. 

May 25—St. Louis. Mo.—Mark Twain Hotel— 
Examiner Hanback: 

MC 18176, Sub. 72—Creston Transfer Co., 
Grand Rapids, Mich., certificate to extend 
operations. 

May 25—Washington, D. C.—Examiner —: 
* Finance 14805—Application of t.. &. & 
W. for a certificate authorizing ae 
tion of a_ branch line extending from a 
point north of Hopedale Junction easterly 
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approximately 2.8 miles to site of Waco 
Collieries, Inc., in Harrison and Jeffer- 
son Counties, O 


May _ 26—Bluefield, W. Va.—Federal Bldg.— 
Jt. Bd. 245: 


MC 88520, Sub. 2—M. Bourne, care of con- 
solidated Brokerage Co., Bluefield, W. 
Va., permit to extend operations. 

May 26—Milwaukee, Wis.—Hotel Schroeder— 
Examiner Parker: 

MC 105447—C. Schlei Dray Line, Inc., Mani- 

towoc, Wis., certificate. 


May 26—Washington, D. C.—Examiner Mol- 
ster: 
* Finance 14870 — Application of Waterman 
_ Steamship Corp., Sudden & Christenson, 
Ine., and A. B. Cahill, managing owner, 
for authority to. pool vessels and tonnage 
of two of parties and operation | by third 
under trade name ‘‘Arrow Line,’’ between 
ports on Atlantic and Pacific coasts of 
U. by way of Panama Canal. 
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From Los Angeles Harbor moves 
an endless parade of ships 
carrying supplies for victory. 
Plan now to use these modern 
terminals for your postwar 
shipping needs. 


\ portor LOS Nreatas 


Board of Harbor Commissioners 
M. G. Rouse...Secretary 
Room 189, City Hall, Los Angeles 12, Calif 
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May 28—Chicago Al.—Sherman Hotel—Exam- May 31—Lansing, Mich.—Olds Hotel—Exam- June 2—Minneapolis, Minn.—Hotel Nicollet— 
iner Hanbac iner Hanback. Examiner Parker: 

MC 18176, Sub. 72—Creston Transfer Co., MC 18176, Sub. 72—Creston Transfer Co., MC 36994, Sub. 6—Speedway Transit, Mar- 
Grand Rapids, Mich., certificate to extend Grand Rapids, Mich., certificate to extend shall, Minn., certificate to extend opera- 
operations. operations. tions. 

May 28—Cincinnati, 0.—Gibson Hotel—Exam- May 31—St. Louis, Mo.—Mark Twain Hotel— June 2—Minneapolis, Minn.—Hotel Nicollet— 
iner Garofalo: Jt. Bd. 135: J. Bd. 145: 

MC 43038, Sub. 229—Commercial Carriers. MC 103794, Sub. 13—Major Transports, St. MC 49490, Sub. 7—Osteboe Motorway, Win- 

Inc., Detroit, Mich. Louis, Mo., permit to extend operations. dom, Minn., certificate to extend opera- 
any, 28—Madison, Wis.—State Comm.—Exam- May 3t-_Washington,_D. C. — a — 1 tions. 
ner Parker: Su —Savage Truc ne, Nor- a 

MC 62069, Sub. 2—Waupun Dray Line, Wau- folk, Va., certificate to extend operations. ee a ih: Fen Ss: See 

Pun, Wis., certificate to extend operations. June 1—Brooklyn, N. Y.—Hotel St. George— 29277 and Sub. 1—Gulf Carloading Co., Inc. 
May, 28—Michigan City, Ind.—Federal Bldg.— Ee end Hall; a : cC vs. B. & O. et al. a ‘ 
xaminer Rice: 9201—Barne a ngineering Co. vs. : 

W- Og Michigan Transit Co., common A. =. & 3. ¥. e al an Poy oe ill.—Hotel Morrison—Exam- 
carrier application. same. . —Detrcit, "Mich. Ft. Shelby Hotel 29240-D. W. Davies vs. Railway Express 

May 29—Denver, Colo.—Cosmopolitan Hotel— xX Agency, Inc 
Examiner Snider: 29165—Great Lakes Steel Corp. vs. B. & Gener. - ane. Fed la E 

1. & S. 5331—Returned containers in W. T. O. et al. —_ rye nw emai Scere! Eee. — Saar 

L. and southwest. June 1—Indianapolis, Ind.—U. S. Ct.—Exam- ner Garotalo: 
May 29—Detroit, Mich.—Hotel Ft. Shelby— iner Stiles: MC 104420, Sub. 1—Patton Transfer Co., 
Examiner Rice: 29236—Merom Gravel Co. vs. Ill. Cent. Joplin, Mo., certificate to extend opera- 
29237—-Morton Salt Co. vs. Port Huron & June 1—St. Louis, Mo.—Mark Twain Hotel— tions. 
Detroit et al. Jt. Bds. 46 and 135: June 4—Minneapolis, Minn.—Hotel Nicollet— 
May 29—Fort Worth, Tex.—Hotel Texas—Ex- MC 29880, Sub. 2—Fowler Truck Service, Examiner Parker: 
aminer Borroughs: Hardin, Ill., certificate to extend opera- MC 105512 — Terminat Transport Co., St. 
MC 87088, Sub. 1—Abe Ross Truck Line, tions. Paul, Minn., permit. 
Denison, Tex., permit to extend opera- MC 59431, Sub. 1—J. J. Tune, Salem, Mo., June 4—Portland, Ore.—Multnomah Hotel— 
tions. certificate to extend operations. Examiner Snider: 
en Eh Wis.—State Comm.—Exam- June 1—Washington, D. C.—Examiner Bern- W-413, Sub. 1—W. J. Smith, extension, com- 
hard: mon carrier application. 
a x io Petroleum Transport, Finance 10882—C. M. St. P. & P., reorgan- June 5—Brooklyn, N. Y.—Hotel St. George— 
May 29 — Pittsburgh, Pa. — Roosevelt Hotel— ization. Examiner Hall: 
Examiner Stiles: June 1—Washington, D. C.—Argument: 29287—Stauffer Chemical Co. vs. A. T. & 
29233—O’Donnell Fruit Co. et al. vs. B. & Ex Parte 104 Part 2—Practices of carriers S. F. et al. 
O. et al. ae operating revenues or expenses, June 5—Chicago, I!!.—Hotel Morrison—Exam- 
May 29—Washington C.—Jt. Bd. 112: terminal services, Fruit Growers Supply iner Stiles: 

MC 3470, Sub. 5. S Transfer Co., Balti- Co. (formerly Red River Lumber Co.), 29283—-Federal Cement Tile Co. (formerl 
more, Md., ‘certificate to extend opera- terminal allowances. Cement Tile Corp., Inc.,) et al. vs. C. 
tions. ; 1. & S. 5335—Terminal allowances at West- O. et al. 

May 29—Washington, D. C.—Argument: wood, Calif. June 5—Little Rock, Ark.—State Comm.—Jt. 
pe egy ee Ran ag ga meng ae  y & -~ whee Me 62528, Sub. 4—R. J. Vann Motor Freight 
ay 31—Che ~y Wyo.—State Comm.—Ex- , Sub. . J. Vann Motor Frelg 
™ han Sni < ” * Fourth Section Appl. 20563—Liquefied petro- Line, Fort Smith, Ark., permit to extend 

Ex Parte 72, ‘Sub. 1—In matter of regula- leum gas from southwest. operations. 
tions concerning class of employes and June 2—Brooklyn, N. Y.—Hotel St. George— June 5—Portland, Ore.—Multnomah Hotel— 
subordinate officials that are to be _ in- Examiner all: Examiner Snider: 
cluded within term ‘‘employe’’ under Rail- 1. &S. 5321— Pick-up allowance at Newark, W-442—W. B. Martinson, Portland, Ore., 
way Labor Act—Union Pacific. N.. J. permit. 


























A General Superintendent of 
Motive Power writes as follows: 


“During the month of May, 1944 we had in service 320 
steam freight locomotives; 103 of these or 32.2% are 
equipped with *roller bearings. These 32.2% of our 
steam freight locomotives made 73.2% of the total 
freight mileage.” 











Most existing locomotives can be converted to Timken 
Bearings. It will pay you to consider converting your 


CHICAGO and NORTH WESTERN SYSTEM ee ee : eTIMEN 


cerues them all / THE TIMKEN ROLLER BEARING COMPANY, CANTON 6, OHIO 





Reminder: 7 ON SHIPMENTS 
TO OR 
FROM MEXICO 
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llet— 
Mar- 
jpera- 
llet— 
Win- 
ypera- rn 
Ai), 
rge— OO — Meee 
. | KEEPING THE GOODS MOV! 
exam- MOVING 
angina Munitions must be kept moving. America’s railways with 
Exam- clock-like efficiency speed them to Atlantic seaports. Heroi- 
a cally conducted convoys transport them across the ocean. 
opera- British Railwafa,_in spite of blitzing, blackouts and man- 
— power and equipment shortages, speed them to their desti- 
nations. British built trains, motors and ships, aided by 
ates United States built locomotives—over 400 of them—and 
Totel— the war-weary staffs, strengthened by United States units, 
n, com- have mastered the biggest transportation job in history. For 
this aid we are profoundly grateful. 
sorge— 
T. & War is a hard schoolmaster, but the lessons learned will 
stand us in good stead when once again we are speeding the 
“Exam- “munitions of peace.” They, too, must be kept moving. 
rmerl ‘ : 
3. C. & British Railways have maintained representation ... All America is, today, particularly 
— s in North America throughout the war period. thankful that Utah was endowed with 
We look forward to co-operating with you when- fertile soil and abundant mineral deposits 
Freight ever and wherever possible. ll bli 
a T. D. Slattery, General _— Manager, OF WES 6 ney Sapaeey- 
— Rockefeller Plaza, New York 20, N. Y. 
— Sa SY oe oe Its sheep, wool, sugar beets and other farm products 
a F ... its copper, silver and rare minerals are contribut- 
* ing in large measure to the Allied cause. 
ea In 1869, the rails of the Union Pacific reached Utah 
i NRE AR 


and with the driving of the historic Golden Spike, 
America’s first transcontinental railroad was com- 
pleted; a triumph for the fundamental principle of 
individual enterprise and initiative. 


Since that memorable year, Union Pacific has trans- 
ported Utah’s products and people over the Strategic 
Middle Route, uniting Utah with the East and the 


The Port of San Francisco 


$20 Pacific Coast; has, in peacetime, transported thou- 
_ sands of vacationists to Utah’s colorful National 
ward re Center of Pacific Coast Shipping + Parks, Bryce Canyon and Zion. 

for a Century Utah calls the attention of the nation to its wealth of 
ken natural resources ...to its facilities and space for 
our future industrial expansion. Utah is well prepared to 
EN BOARD OF STATE HARBOR COMMISSIONERS lay an important part in the peacetime development 

play portant p P P 

6, OHIO Ferry Building, San Francisco, Calif. = Tome eee 






NOTE: Write Union Pacific, Omaha, 
Neb., for information regarding in- 
dustrial or business sites in Utah or 
other western States. 





WORLD'S LARGEST LONG-DISTANCE MOVERS OF HOUSE- 
HOLD GOODS, OFFICE FURNITURE AND EQUIPMENT 
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“ UNION » 
) PACIFIC / 


Listen to “YOUR AMERICA” 
— Mutual network — every Sun- 
day afternoon, 4 pm, E.W.T. 





UNION PACIFIC RAILROAD 











P.& P.U. Ry. and 
Peoria Gateway 


ae 
A, lvays Open 


PEORIA-GATE WAY 


Peoria & Pekin Union Ry. 


One of America's Railroads 
— All United for Victory 


PEORIA, ILL. 
E. F. Stock, Traffic Manager 








June 5—San Francisco, Calif.—P. O. Bldg.— 
Jt. Bd. 7%: 


* MC 48632 and Sub. 1—Willig Freight Lines, 
San Francisco, Calif., certificate. 

* MC 63066 and Sub. 2—E. J. Willig Truck 
Transportation Co., San Francisco, Calif., 
permit. 


June 6—Brooklyn, N. Y.—Hotel St. George— 
Examiner Hall: 
FF 86, Sub. 1—Wells wate Carloading Co., 
New York, N. Y., permit. 
June 6—Chicago, I!1.—Hotel Morrison—Exam- 
iner Stiles: 
29213—-Inland Steel Co. vs. Un. Pac. et al. 


July 6—Providence, R. 1.—Main P. O. Bldg. 
—Examiner Hanrahan: 

° 1. | — between Conn., Mass. 
an i 

June 6—Minneapolis, Minn.-—Hotel Nicollet— 
Jt. Bd. 142: 


MC 105503 — Schirmer Transportation Co., 
Inc., St. Paul, Minn., permit. 
June 6—Portland, Ore.—Multnomah Hotel— 
Examiner Snider: 
29292—-L.. D. McFarland Co. vs. Sou. Pac. 
June 6—Tulsa, Okla.—Mayo Hotel—Jt. Bd. 88: 
MC 52318, Sub. 18—Luper Transportation 
Co. of Okla., Shawnee, Okla., certificate 
to extend operations. 
June 6—Washington, D. C.—Argument: 
28896—Forwarder rates conditioned upon 
aggregates of tonnage ‘‘Published by Carl 
-* — dba Western Freight Asso- 
ciation.’’ 
29051—Mack seouamnchasiog Corp. et al. vs. 
Alton and Southern et al. 
—-, —— Kan.—Broadview Hotel—Jt. 


MC 30600, Sub. 49—Santa Fe Trail Trans- 
portation, Wichita, Kan., certificate. 
oo ‘og a “eee Calif.—P. O. Bldg.— 


* MC 78786, Sub. 153—Pacific Motor Trucking 
Co., San Francisco, Calif., certificate to 
extend operations. 

June 6—Wichita, Kan.—Broadview Hotel—Ex- 
aminer Garfalo and Jt. Bd. 52: 

MC 6150, Sub. 3—G. B. Dunn, Enid, Okla., 
permit to extend operations. 

MC 30600, Sub. 46—Santa Fe Transportation 
Co., Wichita, Kan., certificate to extend 
operations. 

June 7—Brooklyn, N. Y.—Hotel St. George— 
Examiner Hall: 

— ae Factors, Ltd., vs. C. of Ga. 
et al. 


June 7—Los Angeles, Calif.—Fed. Bldg.—Jt. 
Ba. To: 


* MC 29988, Sub. 18—Denver Chicago Trucking 
Co., Inc., Denver, Colo., certificate to ex- 
tend operations. 


June 7—Richmond, Va.—Hotel Richmond— 
Examiner Cunningham: 
MC 104740, Sub. 1 and Sub. 2— Russell 
Trucking Co., Orlando, Fla. 
June 7—Topeka, Kan.—Hotel Kansan—Exam- 
iner Garofalo: 
MC 63159, Sub. 4—Rapid Transit Co., Sa- 
lina, Kan., permit to extend operations. 
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MC 94963, Sub. 1—G. R. T. Roberts, Sa- 
betha, Kan., permit to extend operations. 
June 7—Washington, D. C.—Argument: 
29067—-Frank Knox, Secretary of the Navy, 
acting for the Navy Department, an execu- 
tive department of The Government of the 
United States of America, vs. Abilene & 
Southern et al. 
29116—Henry L. Stimson, as the Secretary 
of War, vs. Abilene & Southern et al. 
29155—Puget Sound Bridge & Dredging Co. 
of Seattle, and Lake Union Ory Dock & 
Machine Works, dba Associated Shipbuild- 
ers vs. C. & N. W. et al. 
June 8—Brooklyn, N. Y.—Hotel St. George— 
Examiner Hall: 
* 29289—American Factors, Ltd., vs. Erie et al, 
June 8—Duluth, Minn.—Duluth Hotel—Exam- 
iner Stiles: 
29101—Zenith Dredge Co. vs. Northern Pa- 
cific Ry. Co. 
29134—West End Iron & Metal Corp. vs. 
Northern ‘Pacific Ry. 


June 8—Richmond, Va.—Hotel Richmond—Ex- 


aminer Cunningham: 

MC 93980, Sub. 16— Vance Trucking Co., 
Inc., Henderson, N. C., certificate to ex- 
tend operations. 

June 8—Topeka, Kan.—State Comm.—Jt. Bd. 
36: 


MC 77289, Sub. 1—P. Palenske, Alma, Kan., 
certificate to extend operations. 
June 8—Topeka, Kan.—State Comm.—Exam- 
iner Garofalo: 
* MC C-485—R. E. Blickenstaff, revocation of 
certificate. 

June 8—Washington, D. C.—Argument: 
29167—Cudahy Packing Co. vs. B. & O. 
—_ ceo City, Mo.—Hotel Pickwick— 

t . 


MC 35737, Sub. 5—Cassell Transfer & Stor- 
age Co., Wichita, Kan., certificate to ex- 
tend operations. 


June 9—Los Angeles, Calif.—Federal Bldg.— 
Jt. Bd. 7: 


* MC 1651, Sub. 22—Railway Express Agen- 
cy, Inc. of Calif., San Francisco, Calif., 
certificate to extend operations. 


June 9—Minneapolis, Minn.—Hotel Nicollet— 
Jt. Bd. 142: 

MC 81463, Sub. 1—T. Fanetti, Bloomer, 
Wis., certificate to extend operations. 
June 11—Brooklyn, N. Y.—Hotel St. George— 

Examiner Hall: 
* 29305—Chicopee Manufacturing Corp. et al. 
vs. American Barge Line Co. et al. 


Books That Should Be in 
Every Traffic Man’s Library 


Industrial Traffic Management, by G. Lloyd Wilson 


Training, shipping, receiving, equipment, rates, rate adjust- 
ments, tariffs, routing, tracing, expediting, claims, express, 
parcel post, foreign trade, procedure before commissions, 
regulation. Two volumes—Cloth bound—328 pages—$1.50 each 
—Two volumes, $3.00. 


Principles of Freight Traffic, by G. Lloyd Wilson 
Traffic departments, classification, rate making, tariff con- 
struction and interpretation, rate structures, export and im- 
port rates. Cloth bound—160 pages, $1.50. 


Selling Highway Freight Transportation, by Charles E. Parks 
Effect of regulation, shipping motives, sales resistance and 
how to meet it, personal solicitation, profitable fields for sell- 
ing. Cloth bound—70 pages—$1.00. 


The Principles of Water Transportation, by G. Lloyd Wilson 
Development, organization, ports and port charges, freight 
forwarding, brokerage, documents, procedure, freight classifi- 
cation, rates, passenger, mail, express, government aid, regu- 
lation, marine policies of leading nations. 107 pages, 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


Present methods, qualifications of salesman, and what he 
should know, prospects, buying motives, analysis of buying 
process. 71 pages, 50 cents. 


Motor Freight Transportation and Regulation, by G. Lloyd Wilson 
Development, highways, types of carriers, local and intercity 
services, freight classifications, rate making, schedules, bills 
of lading, shipping documents, liability, insurance, accounting 
principles, regulation. Cloth bound—168 pages, $1.50 


Air Transportation, by G. Lloyd Wilson 


Air mail services, air express, passenger services, regulation 
M4 local, state, federal and international agencies. 61 pages, 
cents. 


Traffic Law, by G. Lloyd Wilson 


Duties and liability of carriers, rates, rebates, claims, em- 
barenes. freight pooling, payment of freight charges. 70 pages, 
cents. 


TRAFFIC LAW AND PROCEDURE 
By G. Lloyd Wilson 
3 Volumes—$2.00 Each—Set of 3, $5.00 

Part 1, Services, by G. Lloyd Wilson 
This volume covers the transportation act and all amend- 
ments; the status, duties and obligations of carriers; the 
rights and privileges of shippers; car services; distribution 
of cars; pooling; switching connections; transit services and 
privileges; terminal facilities and services; embargoes; de- 
murrage; the commodities clause; penalties and damages; 
etc. Cloth bound—208 pages, $2.00. 

Part 2—Rates. Undue preference and prejudice, special rates, re- 
bates, Interstate and Intrastate rates; unreasonableness, fourth 
section, rate making, valuation, free and reduced rates, allow- 
ances, tariff publication and construction, routing, misrouting, 
joint rates, collection, payments, guarantee, liability, loss, 
damage and delay claims, overcharge, undercharge, repara- 
tion, accounts, records, securities. 287 pages, cloth bound, 


$2.00. 

Part 3—Procedure. Powers and jurisdiction of I. C. C., informal, 
modified, shortened and formal procedure before I. C. C., in- 
vestigations, suspensions, testimony, evidence, pleadings, 
service, reports, orders, administrative functions, court re- 
views, practitioners ethics, practice before M. C. Cloth bound, 


$2.00. 
52 TRAFFIC LESSONS 
on Fundamentals of Freight Traffic, by G. Lloyd Wilson 
in 4 Parts—$1.50 Each—Set of 4, $5.00 

Part 1—Freight Classification and Rate Making. Carrier traffic 
management—functions and organizations, traffic geography, 
territorial subdivisions, principles and rules of freight classifi- 
cation and rate making, rate structure, rate making machin- 
ery, tariff construction and interpretation. Cloth bound—160 
pages, $1.50. 

Part 2—Railroad Freight Rate Structure. The freight rate struc- 
ture of each territorial subdivision, interterritorial rate struc- 
ture, rail-water rates, and import and export railroad rates. 
Cloth bound-—208 pages, $1.50. 

Part 3—Miscellaneous Transportation and Rates. Covers freight 
rates and services of all types of transportation other than 
railroads—Motor Carriers—Water Carriers—Freight Forward- 
ers — Air Lines — Express Companies — Pipe Lines — Private 
Freight Cars. Cloth bound—151 pages, $1.50. 

Part 4—Freight Shipping Documents, Routing and Claims. In- 
cludes chapters on Shipping Documents—Routing, Tracing 
and Expediting—Loss, Damage, Delay Claims and Overcharge 
Claims—Concealed Loss and Damage Claims—Reparation— 
Procedure before Committees and Regulatory Commissions. 
Cloth bound—166 pages, $1.50. ‘ 


All books shipped postpaid. If ten or more books are ordered at one 
time, deduct 10% from Iist price. Send remittance with order to 


TRAFFIC WORLD 418 South Market St. 


CHICAGO 7, ILL. 
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Bag For expert, economical handling of frozen foods use 


these 14 strategically situated warehouses... each 
ideally located in one of the large buying centers... 
Agen- each providing outstanding facilities for the fast han- 
ase dling and proper storage of frozen foods. Contact your 
ollet— nearest City Ice Warehouse for a copy of the new, 


oomer, | illustrated “Tariff & Directory.” 
ns. 
orge— 


sldg.— 


et al. 


JERSEY CITY, N. J. 
Seaboard Terminal & Refrigeration Co. 


HORNELL, N. Y. 


The City Ice & Fuel Company 





PITTSBURGH, PENNA. 


Federal Cold Storage Co. 


CLEVELAND, OHIO 
Federal Cold Storage Co. 





COLUMBUS, OHIO 
Federal Cold Storage Co. 


“~. 


DECATUR, ILL. 


Polar Service Company 





ST. LOUIS, MO. 


Federal Cold Storage Co. 


ST. LOUIS, MO 


+ ’ . 
Mound City Ice & Cold Storage Co. = 


NATIONAL STOCK YARDS, ILL. 


North American Cold Storage 





SPRINGFIELD, MO. 
Springfield Ice & Refrigerating Co. 








KANSAS CITY, KANS. 


Federal Cold Storage Company 


TULSA, OKLA. 


Tulsa Cold Storage Co. 





GALVESTON, TEX. 


Galveston Ice & Cold Storage Co. 


PHOENIX, ARIZ. 
Crystal Ice & Cold Storage Co. 
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June 11—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 


MC 35820, Sub. 10—Mohawk Freight Lines, 
Kansas City, Mo., certificate to extend op- 
erations. 

June 11—Los Angeles, Calif.—Federal Bldg.— 
Jt. Ba. TS: 


* MC 76572 and MC 23939—Asbury Transpor- 
tation Co., Los Angeles, Calif., certificate 
and/or ermit. 

June 11—Minneapolis, Minn.—Hotel Nicollet 
—Examiner Stiles: 

29279—-Federal Cartridge Corp. vs. C. of 
N. J. et al. 

June 11—Newark, N,. J.—State Comm.—Ex- 
aminer Schutrumpf and Jt. Bd. 119: 

MC 668 and Subs. 1 and 4—Inter-City Trans- 
portation Co., Inc., Paterson, - * 

MC 1079 and Subs. 1 and 4—New Jersey- 
New York Transit Co., Inc., Paterson, N. 


MC 3699 and Subs. 1 and 6— Manhattan 
Coast Line, Inc., Clifton, N. J. 
MC 3700 and Subs. 1 and 8— Manhattan 
Transit Co., Clifton, N. J. 
MC 3701, Sub. 1—Westwood Transportation 
Co., Little Ferry, N. J. 
MC 3705, Sub. 1—Westwood Transportation 
Lines, Inc., Little Ferry, J. 
June 11—Raleigh, N. C.—Sir Walter Hotel— 
Jt. Bd. 103: 


MC 13300, Sub. 23—Carolina Coach Com- 
pany, Raleigh, N. C., certificate to extend 
operations. 

MC 61599, op. 62—Queen City Coach Co., 
Charlotte, N . C., certificate to extend oper- 
ations 

Jum, [om City, la.—Warrior Hotel—Jt. 
ds. 182 and 148: 

me 105468—L. E. Knudtson, Sioux Rapids, 
Ia., certificate. 

MC 105610, Sub. 1— W. O. Johnson, Elk 
Point, S. D., one, 

June 12—Columbia, S. C.—Jefferson Hotel— 
Examiner Way: 
i. if > 5333—-Lumber from and to H. & B. 


June 12—Kansas City, Mo.—Hotel Pickwick 
Bd. 36: 


—ZIt. 
= 413, Sub. 1—R. E. Parsons, Fort Scott, 
June 12-—Sioux City, la.—Warrior Hotel—Ex- 


aminer Parker: 
~ 73483, Sub. 1—Daniels Transfer, Ewing, 
eb., certificate to extend operations. 
June 12—San Francisco, Calif.—U. S. P. O. 
and. Ct. House Bldg.—Examiner Snider: 
* Fourth Section Appl 20489—Joint motor-rail 
rates, Pacific Motor Trucking Co. 
June 12—St. Paul, Minn.—Minn. R. R. and 
Warehouse Comm. —Examiner Stiles: 
ea a Traffic Assoc. vs. C. & 
et 
— Board of Trade et al. vs. C. 
M. St. & P. et al. 
29271—St. rene Assoc. of Commerce vs. 
C. & et al. 
oune, 5 12—Washington, D. C.—Examiner Grif- 


29307—-Storage-in-transit on artificial rubber. 
June 13—Kansas City, Mo.—Hotel Pickwick— 
Examiner Garofalo: 
| & S. M-2517—All freight, Chicago to Kan- 
sas points. 
June 13—Kansas City, Mo.—Hotel Pickwick— 
Jt. Bd. 36: 
MC 100288, Sub. 1—De Witt Smoot, Polo, 
Mo., certificate. 
June 13—Los Angeles, Calif.—Federal Bldg.— 
Examiner Linn: 
°1. 6 6. M-2535—Non-explosive ammunition, 
Calif., to Nev. points. 
June 13—Los Angeles, Calif.—Federal Bldg. 
* MC 40007, Sub. 15—Reliable Transportation 
Co., Los Angeles, Calif., certificate to ex- 
tend operations. 
“— = Neb.—Hotel Fontenelle—Jt. 
MC 58948, Sub. 36— Union Freightways, 
Omaha, Neb., certificate to extend opera- 


tions. 
aed Walter Hotel— 


June be nang 
Examiner RB won 
MC 104708, Sub. 1—-Poythriess Truck Line, 
Washington, N. C., certificate. 
jm a N. C.—Sir Walter Hotel— 
* MC 58021, Sub. 4—Colonial Bus Lines, 
—— Mount, N. C., certificate to extend 
operations. 
June 13—Washin “ery D. C.—Argument: 
1. & S. 5324 an ist sup.—Switening’ charges 
of B. C. R. R. at Buffalo 
June ~~ Mass.—Hotel Lenox—Exam- 
iner Hall: 

* 29226—New England Motor Rate Bureau, 
Ine., vs. Railway Express Agency, Inc. 
June 14—Fort Lauderdale, Fla.—Gilbert Ho- 

tel—Examiner Way 
..4 6. 5340—Canceilation shipside rates 
Port Everglades, Fla. 
June 14—Kansas City, Mo.—Hotel Pickwick— 
Examiner Garofalo: 
1. & S. M-2481—Exceptions ratings, cancella- 
tion of, in mid-west. 
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Educational Courses 





















1. C. C. PRACTITIONERS. The only practical, authentic I. C. law 
course available by mail. Restricted to Attorneys, Practitioners or those 
qualified to prepare for practice. Includes Freight Forwarder Act. 


TRAPFIG WORL MAY 12, 1948 COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 





PO a Situations Wanted 


Pr ee 1 a a ar 1276 

: : sti TRAFFIC MAN, industrial, commercial. College graduate. Indus- 
American Trucking Associations, Inc... .Back cover trial, carrier experience. Traffic school graduate. Familiar all phases. 
Association of American R. R...............6- 1224 I. C. C. practitioner... Excellent references. Box 355, Traffic World 


Atchison, Topeka & Santa Fe Ry.............. Chicago office. 


TRAFFIC MAN, 39, university graduate of accredited course in 
traffic management, fifteen years’ practical experience involving all 
phases, executive ability, analytical and sales minded, wide acquaintance 
Ciieago Great Western Ry...... 20... 06.0 veces among industrial, carrier and Government traffic executives, seeks 


RN ENNIS ooo cts 188, aidecane dane evacmaletens aaa 






: permanent connection offering outlet for ability and contacts. Especially 
Chicago & North Western Ry a a cae 1276 fitted as assistant to busy traffic executive or as carrier representative. 
Chicago, Rock Island & Pacific Ry............. 1226 Box 356, Traffic World Washington office. 

i kn ken es bande dad scdyens 1279 


Consolidated Vultee Aircraft Corp............ Help Wanted 


Denver & Rio Grande Western R. R........... WANTED, a Licensed Practitioner to head traffic bureau at Spring- 
field, Missouri. Address J. W. Yates, c/o McGregor Hardware Company, 


: : 309-323 East Water Street, Springfield, Missouri. 
Evangelical Press 


’ WANTED—good future for a young business executive as assistant 
fig Bil cal 8 SR a ene to the manager of a well established motor freight line, who is willing 
to work hard with the possibility of taking over the entire operation. 
‘ : This is an aggressive organization, and will not be satisfied by any 
General American Transportation Corp........ except the highest type applicant. Box 357, Traffic World Chicago office. 
CRORG THOPEREIR TRY. 5. «ois.5g0 5.5 aie wae esas cic 1250-51 ss 


Gulf, Mobile & Ohio R. R 





tee eee eee ee eee eee wens WANTED—Experienced traffic man. Attorney preferred, but will 
consider experienced rate man studying or willing to study law. Ex- 

cellent opportunity with large industrial concern. Southwest head- 
Huber & Huber Motor Express............... quarters. Box 351, Traffic World, Chicago Office. 


Interlake Terminals, Inc......... 


For Sale 





Keeshin Motor Express, Inc...... 
























a. FREIGHT CAR PRICES REDUCED! 


McCormick Steamship Co 


PREIS SY RASPY. ch ac US eae OR ed 






Now only half of recent peak prices— 


106204 OSHC ODO 6 HOO C0 


Minneapolis & St. Louis Ry.............2..0:. 1270 as low as $500! 
Minneapolis, St. Paul & Sault Ste. Marie R. R..1275 Which of these cars could you use? 
Mississippi Shipping Co. (Delta Line)......... 1274 a 


3 z ; . 14—Hopper, Twin 50-Ton 

BS I BO oon icc cecscnecesces 50—Hopper, Side-Discharge, 50-Ton 

10—Refrigerator, 40-Ft., 40-Ton 3 

10—Box, 40-Ft., 40-Ton § 

Peowtore G Wester Ry... .. ccc cccsicccsocece 15—Box, Automobile, Steel, 50-Ft., 50-Ton 
3—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors j 

= saps ggg ate oo lift doors 

i i i 3—Dump, Western, 20-Yd., 50-Ton; steel floors 
Peoria & Pekin Union Ry... oi... 0... 06.ccce cess Flat s0FL. SO-Tom: A'B brakes 
10—Tank, 8000-Gallon, 50-Ton 


Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 





St. Louis San Francisco Ry............ 
St, Lows Sowthweatern Ry........... cess ccesn. 1269 
SET PONCIBOG, POE Ob coin 6660.5 000i0 es cow snare 1277 
er II 5514556 '5 35, 6a vecd far’ cayenile S564! Sse ay orievac a 1227 


All cars are priced to sell 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience ; 





Tidewater Terminals, Chain of............. 13450 S. Brainard Ave., Chicago 33, Illinois 
Timken Roller Bearing Co... ...........ss. ccc cc tees 1276 ""ANYTHING containing IRON or STEEL" 


Tramec Service Corperation... ......660cs8cees 1272 
PE NINE eoicki chars ck nh 5-6. .torin te ial midhar ese anbioredans 









a a i ae 33rd St. and Huber Pod General Office 
S.Wabash Ave. Sth & Kentucky Sts. 
Chicago MOTOR EXPRESS Ceene S 








This Advertisers’ Index is published as a reader convenience and 
not as part of the advertising contract. The inclusion of this 
index is a last-minute operation and although we try to make 
it error proof, we cannot be responsible for any errors or failure 
to insert. No aliowances will be made for any errors or omissions. 


Dally Refrigerator Service Between 
CHICAGO ATLANTA, GA. INDIANAPOLIS, IND. MIDDLESBORO, KY. 
LEXINGTON, . LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lines serving all points In Kentacky, Tennessee, Nerth Careliaa, South Carelina and Georgia 
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head- 
. Prepared to Serve You Now! 
y! 
r @ The manufacturer who has spot stocks ing your mer- 
available for his customers has a definite chandise the 
advantage. In addition to being in a position problem of main- 
to make prompt deliveries, which helps sales, taining a branch i. *>. 
he can, by shipping to the warehouse in car- house may be solved. “a 
load lots, save the differential between the Without obligation, we 
a L. C. L. and carload rates. A dependable dis- shall be glad to consult with you regarding 
' tribution service can be performed for your your distribution problems. Write to Interlake 
company by this Interlake network of well headqucrters or direct to member warehouse 
) located warehouses. Possibly by warehous- located in territory which interests you. 
ee id 
Ofics ] 
tacky Sts. 
a 
.* | | | ae | 









YOU'LL BE A“S7 IN | 
POSTWAR COMPETITION 


tf you ship by Truck! 




















Meeting Rush Orders — Beating Competition — Requires Speed 
and Flexibility Only Trucks Can Offer 


HO’LL get those fat postwar orders? The mer- 

chant who can “deliver the goods’’ fastest, 
freshest, cheapest! That’s why wide-awake organiza- 
tions are planning ow to ship by truck in the postwar 
days ahead. 

For trucks give you non-stop, door-to-door service 
no other transportation system can match. It’s a fact 
proved by Army experience on every fighting front. 

So... to “get there fustest with the mostest” ... why 
not ship by truck—yowrself! 


te AMERICAN TRUCKING wouste’ 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON, D. C. 









HERE’S THE KIND OF SERVICE 

that spells postwar goodwill for you! 

@ LESS DELAY! Trucks travel non-stop— 
they’re never side-tracked. 


LESS JOLTING! No “switching” or 
“humping” to smash fragile shipments. 


* 

@ LESS HANDLING! Goods travel door-to- 
door with a minimum of reloading. 

* 


LESS SPOILAGE! Because trucks travel 
direct routes—goods arrive faster, 
fresher. 


@ LESS LOSS! Thanks to less loading— 
loss is cut to the minimum. 









TRUCKS CREATE NEW INDUSTRIES—NEW JOBS—NEW WEALTH 


